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Drenemniteds December oe 1852. 


“Railroad Exhibits ana Negotiations. 
We have made it a general rule, when we could 
not speak approvingly, to remain silent in refer- 
ence to railroad projects coming before the public, 
the securities issued upon them, the manner in 
which their affairs have been managed, and the 
modes and plans proposed for their construction,— 
We were influenced by two considerations, the 
possibility of being mistaken in our opinions, and 
the fear that censure, though applicable to few 
roads only, might create suspicion of others per- 
fectly sound, and in this way, effect more harm, 
than good. 

The last of these considerations no longer exists. 
The critical period in the history of our roads, has 
passed. An unbounded confidence has succeeded to 
the doubt and distrust with which these enterprizes 
were at first viewed. Their productiveness as in- 
vestments of capital, is now regarded as fully pro- 
ved, and the accomplishment of extensive lines, the 
magnitude of which would once have appalled us, 
a holiday task. Railroads are now the great topic 
of the country, the most attractive of all others to 
capital, to enterprize, and to adventure, 


As far as these works are concerned, our real 
danger has just commenced. Where capital only 
afew years since, was doled out slowly and cau- 
tiously, millions are now proffered. In place of a 
few works, undertaken to meet the pressing wants 
ot our existing business, numerous schemes are 
row proposed in advance of any such wants, and 


existence. There is great danger, therefore, that 
taking advantage of the confidence known to exist 
in railroad investments, and the abundance of mo- 
ney, some projects not entitled to aid from their in- 
herent strength, and others of a purely speculative 
character may succeed in effecting large loans, in- 
volving not only great risk of loss but bringing 
discredit and suspicion upon the whole railway in- 
terest, and productive of the most injurious conse- 
quences. 

The ease too, with which money is now borrow- 
ed has led to an inexcusable looseness, in mak- 
ing up the exhibits and statements of railroad 
companies, not only of those coming before the 
public for money, but of those in operation. There 
is a great lack of the circumstantial detail, neces- 
sary toa clear idea ot the actual condition of af- 
fairs. Everything is stated in general terms. In- 


~Istead of full statements of facts, leaving inferences 


and conclusions to be drawn by the reader, the lat- 
ter only are given, and their correctness assumed, 
and money is now borrowed in immense sums, 
upon evidence that would not be taken for an in- 
stant in transactions between neighbors, amongst 
whom familiar intercourse prevails. 


This change in the condition of our railroads, 
and of the credit attached to them, must be met on 
our part, by an altered tone of our Journal. Where 
a year or two since, we were only called upon to 
help a struggling interest, it is now our duty, as it 
is equally for the interests ot railroads and the pub- 
lic, to point out the dangers to which we are ex- 
posed trom an excessive investment in these works, 
to expose merely speculative schemes, which are 
encouraged by the ease with which money is had 
for anything like a railroad, and to effect the ne- 
cessary reforms in the style of railroad accounts 
and exhibits. As a great interest, our railroads 
possess sufficiently the public confidence, to 
secure to them all the aid and support they deserve. 
Their great success has relieved us of the necessity 





of insisting upon their general yalue and import- 


adapted fo a condition of thiags, which have no rea! 


ance. These being admitted, the duties now de- 
volving upon us is to point out the conditions en- 
titling new projects to aid, to present a faithful 
record of the operations of our roads, and to urge 
the adoption of such measures as shall be produc- 
tive of the greatest advantage not only of those, but 
of all interested in them. 

To make a more profitable arplication of these 
general remarks, we shall, as a general rule, dis- 
courage attempts to negotiate loans for new roads 
where a considerable portion of the means neces- 
sary for construction cannot be furnished by those~ 
immediately interested, and where also a consider- 
able sum has not been actually expended. Sucha 
rale is absolutely necessary to guard against the 
wildest speculations. If a company can borrow 
money before a dollar of stock be subscribed 
or a cent expended upon its line, it is plain to see 
that speculation would run riot very quick. On 
the other hand, when it is made a condition of 
borrowing, that at least one half of the cost of a 
road be subscribed in good cash stock, and areason- 
able portion of this expended in construction ; the 
public may be certain of two things; first, that a 
route upon which this amount of cash stock can be 
raised, will probably furnish a profitable business ; 
and secondly, where its projectors have so large an 
interest at stake, its affairs will be carefully and 
prudently managed. Where these are not and 
cannot be done, the converse of the above proposi- 
tions will most likely he true, and the public good, 
as well as those of the company, require the post- 
ponement of the project, till time shall have brought 
with it, the conditions necessary to success and 
profit. We shall therefore, as a general rule, not 
hesitate to apply the above tests to all new works, 
coming before the public. 

Again, companies in their exhibits must present 
a full statement of their affairs, and leave nothing 
for inference, or to be taken for granted. The time 
for indulgence is past. Roads that should be built | 
have nothing to fear from exposure, those that 
should not, the public good requires should be ex. 
posed. We shall take any important omission in 
these statements as good cause for suspicion, and 
shall not hesitate to refer to suchsin direct terms 
and to instance the reports and exhibits of compa. 
nies, as illustrations of what we approve, or dis. 
approve. 





Two railroad companies the Terre Haute and 
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Alton, and Coviugtun and Lexingtun, are now be- 
fore the market tor money, both of which are, to a 
certain extent, obnoxious to the rales we have laid 
down. We cre more free to instance these, from 
our friendly personal relations with those connect- 
ed with them, and for the reason that in these cases, 
justice at least will be done to our motives. 

The first named road, the prospectus of which 
we published in our paper of the 4th inst., is to ex: 
tend trom Terre Haute to Alton, a distance of 173 
miles, and is to cost about $18,000 per mile, or an 
aggregate of $3,114,000. 

The means stated to be applicable to this are as 
follows: 


Individual subscriptions including stock to be is. 

sued (0 CONLFACtOIS. .... wees eee eee 1,100,000 
City of Alton 6 per cent. bonds......... 100,000 
County of Montgomery 7 per cent bonds 50,000 


“ Shelby ie 75,000 
‘€ Coles e sh “~~: 100,000 
“ Edgar ss “ *.. 100.000 


Making a total subscription of.....$1,525,000 


Upon this subscription the company now offer 
for sale first mortgage bonds to the amount of $1,- 
009,000, by which the absolute means of the com- 
pany, it is stated, will be carried up to $2,500,000. 
The necessary balance is proposed to be raised by 
increased subscriptions, and by an issue of 2nd 
mortgage bonds. 

With regard tothe amount of work executed, the 
exhibit of the company says: 





“The construction of the work has begun during 
the summer just } aps (1852,) and has been steadily 
progressing, and about thirty miles have been 

traded and made ready fortherails. A large force 
fs now employed upon the work, with the view of 
completing the entire line within two years; and 
the whole line may be in operation by that time.— 
No efforts will be spared to effect this object by the 
earliest practicable period. Large numbers of the 
cross-ties are now contracted for, and being deliv- 
ered, and a large amount of iron rails, sufficient fer 
a hundred miles of the track, have been secured by 
the contractors,” 


Upon such a statement of means and work done, 
the company claim to be entitled to borrow $1,000,- 
000. 

We object to the exhibit in the first place, that it 
does not show what portion of the amount set down 
as individual subscriptions, is taken by the con- 
tractors, and what by other parties. Should it turn 
out that all was taken by contractors, the next ques- 
tion is, how large a portion of it may be regarded 
in the light of a bonus, and how much of it is bona 
fide. A material point to know is, who are the con 
tractors, for the purpose of forming an opinion as 
to their ability to make good their subscriptions. 
We cannot help expressing our conviction, that a 
considerable portion of the amount set down as pri- 
vate subscriptions is never intended to be collected. 
We are entitled to infer so much, from the manner 
in which this is set out in the exhibit. 

Further: lt does not appear that all the county 
and city securities enumerated have been voted.— 
Unless such votes have been taken, the city of New 
York might with equal truth be put down as sub- 
scribing a given sum. We believe, too, the county 
subscriptions that have been voted are upon the 
conditiuns that their proceeds be applied to the 
work within their respective limits. If such be 

+ 
the fact, it should have been so stated, as these are 
conditional only, and may never be applicable to 
the work. 

The statement of the company therefore furnish- 
98 no evidence of the amount of its available means. 








There is no positive evidence that there is security 
for the proposed issue of bonds to the amount of a 
dollar, except what may be collected of individual 
subscriptions, not taken by contractors. 

Again, it does not appear from the exhibit, that 
the company has, or ever had, an engineer in its 
employ ; nor by whom the estimates of cost were 
made, whether by the directors or contractors. ‘The 
public are furnished with no items of cost, and have 
no means of forming an opinion whether the road 
will cost 15, or $50,000, per mile. Wesubmit, that 
such an omission is of itself sufficient reason for 
the rejection of the proposed loan. 

We are equally at a loss to know how much has 
been actually expended upon the work, In the ab- 
sence of any statement by the company, we hazaid 
the opinion, that estimates to the amount of $25,- 
000 have not been paid, The impression intended 
to be conveyed by the exhibit is, that the amount 
of work done upon this road will compare favora- 
bly with the average amount upon other roads 
coming into the market for money. Such is not 
the fact. In this case it bears no reasonable pro- 
portion to the amount of money sought to be 
borrowed. But whatever it is, the fact should be 
fully and explicitly stated, vouched hy the certifi- 
cate of some competent engineer. 

If the company have therefore, as stated $1,525, 
000 in good stock subscriptions, why is it necessary 
to sell its bonds, till these are collected and expend- 
ed? The city and county bonds can be converted 
into money assoon as issued; why not expend this 
before borrowing ? What is to be done with the 
money? Why not keep the bonds for the iron, 
which at present prices will cost at least $1,000,. 
000% Ifthe money raised on bonds is to be ex- 
pended in construction, how are the rails to be pur- 
chased ? not on second mortgage bonds, because 
these could not be sold till after the iron was pur- 
chased and paid for. Not upon stock subscription 
because no western company has been able to raise 
money for rails inthismanner. Ali are compelled 
to borrow for this article. Certainly the means of 
the Illinois roads do not exempt them ‘rom this 
common necessity. We submit that the exhibit of 
the above company is insufficient in not showing, 

Ist. The cost of the road; 

2d. The means applicable to the work ; 

3d. The amount of work actually done; 
and that consequently it is not entitled to borrow 
money ; and that the proposed loan would not only 
be unsafe, but its negotiation wouli establish a 
precedent tending to the most injurious results. 

In the case of the Covington and Lexington rail- 
road, we do not object to the sufficiency of the se- 
curity now offered, (its payment being guaranteed 
by the city of Covington, which must render it un- 
questionable,) but tothat of the statement put forth 
as the basis of the loan, and to the improvident 
and unbusiness-like manner in which the affairs 
ot the company have been conducted. Below we 
copy the most material part of the exhibit of the 
company, inviting tenders for the proposed sale of 
bonds : 

“The estimated cost of the road, duly equippea, 
is $2 354,562 

“The present available stock subscription of the 
company is about $1,550,000, which is being in 
creased. 

* About $1,455,000 has been expended on the 
work up to this date.” 

The amount of capital stock subscribed is stated 
to be $1,550,000, but the public are not informed 
how this is made up, nor what portion collected or 
collectable; facts very necessary to be known, to 





form a correct idea of the value of the company’s 
securities, 

The cost of the road is stated to be $2,354,562. 
Upon what authority this estimate is made we are 
not informed, nor what items are embraced in it. 
For aught that appears, the above sum may be 
very far from completing the road, and it certainly 
falls far below the estimate given us by the Presi- 
dent of the company. 

But admitting the correctness of both of the 
above estimaes, still the loan proposed will be 
very far from supplying the wants of the company. 

The means applicable to the work are as follows: 
Capital stock .... .000 cece cece cove cove $l,550,000 


ee er ee rere 600,000 

$2,150,000 
The cost of the road is estimated at....$2,354,562 
Means provided............ see. see0e. 2,150,000 


. 
Leaving to be provided...............8 2,04,562 
But this statement by no means presents the real 
condition of the company’s affairs, From the as- 
sets, at least 15 per cent must be deducted tor dis- 
count on securities, uncollectable stocks, etc., etc., 
making this deduction and the account would 
stand as follows : 


RUOUE cits icine oe 
Less. 





oe voce ee ee, 150,000 
322,500 

= $1,827,500 
Leaving still $528,062, to be provided for necessa- 
ry to the completion of the road. 

How is this sum to be raised? not on issue of 
bonds, because the authority to doso is exhausted; 
not on stock, because in the position of the compa- 
ny’s affairs this could not be obtained. In fact we 
see no way in which the company van extricate it- 
self from its dilemma, but to get authority from the 
legislature to make a further issue of bonds; but 
this body does not meet till December, 1853. Un- 
der these circumstances we do not think the com- 
pany justified in stating positively that 38 miles of 
the road will be completed by the first of May next, 
and the balance by the first of November, 1853. 

The company have now executed two distinct 
mortgages: one to the city of Cincinnati, as secu- 
rity for the loan of $100,000; the other, as securi- 
ty for the bonds given for the purchase of the iron. 
These bonds now offered are a new batch, (with- 
out the security of a mortgage), so that the compa- 
ny’s property is encumbered by three sets of bonds. 
The credit and value of each succeeding issue is 
of course weakened. The obvious and proper 
cou.se should have been to have rejected the Cin- 
cinnati loan, (as this sum was too small to be of 
any practical value, but sufficiently large to ren- 
der less saleable subsequent issues), and to have is- 
sued an amount of bonds, equal to the balance ne- 
cessary, on the stock subscriptions, to complete the 
road. This issue should have been at least $1,450,- 
000. In such case, the following statement would 
have represented the financial condition of the 
company : 

Stock subscriptions, deducting Cincin- 


Mati LOAN 6.6 cece coon ce cove cece oeee $1,450,000 
BIODGR 0.000 4666 %000.400006 1,450,000 


$2,900,000 
Deduct 15 per ct. commissions, and for 
uncollected subscriptions............ 435,000 


$2,465,000 

This issue would have not only provided the ne- 
cessary funds, leaving a margin by no means too 
large ror contingencies but the loan would have ave- 
raged a better price than the $600,000 already is- 
sued, The reason is obvious, The larger the 


ee eeee eeeere 























AMERICAN 


RAILROAD JOURNAL. 


787 











loan, the security being sufficient, the better price 
it will command. Capitalists too much prefer to 
take a large loan, when they see it will effect the 
end proposed, than one for a much smal.er amount, 
though both are based upon an equal security. The 
amount of the loan is not so much objected to, pro- 
vided it be reasonable, as the temporary shifts, 
which soil the character of the security, without 
accomplishing the object proposed. 

The objections indicated suggest the policy that 
should have been pursued. It is the duty of this 
company to remedy them as far as it is in their 
power to do so; and of other companies to avoid 
the mistakes into which this has fallen. 

When a railroad company comes into the mar- 
ket for money, it is right that the public should 
be thoroughly informed, not only as to the actual 
state of its affairs, but of the amount necessary to 
effect its objects. Unless this is done, and unless 
capitalists make it a condition ot lending money, 
loans will be effected for schemes that have no sub- 
stantial basis, and which are got up only for the 
purpose of imposing upon popular credulity. We 
by no means intend to make any such charges in 
the cases instanced. We believe in both, that the 
loans asked for would be honestly expended, as 
proposed. The question we are discussing, is not 
the application of the money in a given case, but 
one of principle, applicable toall companies. The 
rule may bear hard upon a few projects; but it 
is much better that they should suffer, than that a 
precedent should be established, calculated to pro- 
duce the most injurions results. 

We believe the rules we have laid down to be 
most salutary, and imperatively demanded in the 
present state of public sentiment towards our rail- 
road projects. As far as we are concerned, we in- 
tend to insist upon their observance ; and we hope 
to have the concurrence and aid both of capitalists 
and railroad companies, 





Illinois. 

Lake Erie, Wabash and Alton Railroad.—The 
project of a railway connection of Toledo, on lake 
Erie, directly with the Mississippi river, at this 
point, is at the present time exciting considerable 
interest along the whole extent of the proposed line. 
In many respects, the advantages which it offers, 
both with respect to travel and traffic, are equal, if 
not superior to any other road looking towards the 
Mississippi river, and there is no doubt, that im- 
mediately upon its construction, it will be one of 
the best paying roads in the state. 

A survey of the route from Lake Erie has been 
completed to a point on the Indiana State line, be- 
tween Danville and Williamsport, and is, we un- 
derstand, iu the highest degree favorable.—T he en- 
gineers in charge, not being authorised to proceed 
further, stopped there; but since, as we learn from 
the Danville Citizen, they have extended the line 
as far west as that place. As no act of incorpora- 
tion has yet been granted to thiscompany, through 
Illinois, it is not determined which direction the 
road shall take, but a straight line will cause it to 
intersect the Terre Haute and Alton road in the 
neighborhood of Shelbyville ; and we have no doubt 
that such will be the line of its direction, 

The citizens of Danville, and the country inter- 
mediate, are taking active steps to secure a charter 
for this project at the approaching session of our 
legislature, and there is every prospect that they 
will be successful, Once incorporated, we have 
every reason to believe that the road will be speed- 
ily consiructed, 


The Inland Commerce, more Important 
than the Foreign Commerce with the Uni- 
ted States, 

H. V. Poor, Ese: 

I have read with interest, the able article in your 
paper of the 20th November, ‘‘ On the Inland Com- 
merce of the Mississippi Valley, and the St. Lawrence 
Basin,” over the signature of ““N.” I presume it 
to be from the pen of an old friend in the Canal de- 
partment, who has the best sources for statistical 
facts, and they should be widely circulated. 

In the beginning of January, 1835, a real estate 
owner in the city of New Ycrk remarked to the 
writer, on the great rise of rea] estate in the city, 
and attributed it to the Foreign trade. This led to 
the reply, that the tonnage floated on our canals, 
was greater, than all the foreign tonnage arriving 
at, and departing from New York, and that I should 
not be surprised, that [ could throw in the domestic 
foreign trade, with the coasting tonnage into the 
bargain. This idea, was ridiculed as unsound and 
visionary. It led me to make the examination, and 
to furnish tables, which you will find by reference, 
to our friend D. K. Minor’s Journal, Vol. 4 No. 1, 
January 1¢ and 17, 1835, continued dy you. It is 
there shown by the Custom House returns made 
out for me, that there were in 1834, 

553 Foreign arrivals—with 110 835 tons register. 

513 “clearances “ 101,512 “ « 


1,365 Domestic arrivals 320,083 
1,026 “ clearances “ 239,416 


“ “ 


“ 
tc 





Foreign, and coasting trade.771,046 tons register. 


I then observed in the Journal referred to, “ that 
the boats and floats exceed 24,000 the last year, as- 
sumed by the lockages at Alexander’s lock, a mile 
west of Schenectady. Thus, at 33} tons to a lock- 
age” [they now average about 60 tons,] will give 
800,000 tons, without taking into view the large 
amount of tonnage by the Champlain canal. I 
then add “that to put the matter at rest, I present 
T. M. Francis (the collector of Utica, “ statement, 
of the comparative view of the property passing 
Utica, east and west—in 1833 and 1834.” 

A Taste of some of the principal items, that passed 
by Utica on the Erie canal, both ways in 1834, 
compared with items arriving at the Hudson Ri- 
ver hw 1851.—Prepared by Joseph E. Bloomfield, 
1852. 


1834, 1851, 
Name. Utica. Albany. 
Flour, bbls..... 2+. see+ +e++1,157,059 3,279,400 
Wheat, bush.............--1,197,304 3,163,666 
"Grains—coarse, bush....... 402,216 13,225,640 
Cheese, IDS... cee cece cece 3,173,147 25,602,000 
Butter and lard, lbs......... 4,499,008 20,382,000 
Provisions—salt, bbls....... 39,888 216,262 
COG, Witiicase. veces cccectses 4,551,960 27,876,000 
Ashes, (D6. ..cc cece cece cece 30,502 14,542 000 
Pig iron, lbs.........s+..--2,005,185 5,916,000 
Blooms, “....ccccccccccee soecece 33,350,000 
Castings, “.... ...c cece cece coccces 2,448,000 
Furs, O covceeeeoed seus 399,832 484 0v0 
Whiskey, gals.... .....+++-1,461,051 3,484,000 
PUINtGes; DUS. occ cece cecsce 4, 5,983,000 
Tobacco, Ibs.............+- 538,840 2,702. 000 
a a eer 1,135,225 10,518,000 
Leather, Ibs.....cccccccccce coccccs 8,906,000 
Eggs, Cc ciddutangaeudae cdedes 3,676,000 
Reet ee ete 2,408,000 
Oil cake, “*..... abet hues 6,810 000 


Sundries..... ...-3,458,190 149,440,000 

Nore.—The above items, on their arrival in Al- 
bany are there noted in tons. The flour is reduced 
to bbls at 220 lbs—salt provisions 230, wheat 60 lbs, 
coarse grains—corn, rye and barley—at 56 lbs., to 
make the comparison with the Utica table, 1835. 
The increase in cheese, butter and lard is astonish- 
ing, so in iron, wool, ashes, etc.,etc. The increase 
in the lumber trade is more astonishing ; I have not 





the data at hand to estimate the pounds weight, 





“By this table you will ascertain that 420,000 
tons weigh?, on an estimate of the several articles, 
floated by Utica during the 7 months of canal navi- 
gaticn in 1834.. This tonnage, will fully equal the 
weight carried by the 1918 vessels entered, and 1,- 
539 cleared at the New York Custom House, 1834; 
when it is taken into view, that more than one- 
third, entered and cleared in ballast or were but 
partially loaded, particularlarly in the coasting 
trade with the South.” 

This commerce has been steady on the increase. 
It will be an interesting enquiry, with the Custom 
House at your hand, for you tomake a comparison 
at the close of the year, with the collectors returns, 
compared with the annual report of the State 
Comptroller, at Albany. Mr. G. W. Newell will 
furnish it. 

By reference to ‘“ N’s” tables, I find 1,977,151 tons 
—of 2,000 lbs. to the ton—of various articles that 
came to tide water on the Hudson, 1851, and that 
the “total movement” on all the canals that year, 
was 5,582,733. As the wp through tonnage is now 
estimated as one to four of the down tonnage, it 
would give the enormous amount of 2,471,439 tons 
weight, as compared with 420,000 tons, 1834 being 
an increase of more than 500 per cent in seventeen 
years, or about 700 per cent. increase in the total 
movement. The internal exchanges in our own 
State appear toamountto 1,111,294 tons. By refer- 
ence to this ratio of increase, some exemplifications 
of which I give, in the annexed table, we are irre- 
sistably drawn to the conclusion, that with our pre- 
sent canals and all our railways in this State and 
in the States south and north of us, they will be in 
adequate to the rapidly increasing trade from the 
valley of the Mississippi, and from the great Basin 
of the St. Lawrence, bordering on our Upper 
Lakes. 

The Canadas, now numbering near two millions 
of population, with, perhaps, the best wheat, and 
lumber region on the Continent, has only begun to 
develop her resources. So it is, with the new States 
and territories west of the State of New York. They 
are in their infancy, 

This State, has the best, I may say only pass at 
the Little Falls and Highlands, between the great 
Valley of the Mississippi, the lakes, and tide- 
waters.* 

In the States, north and south of New York, it 
has been found impracticable to construct coutinu- 
ous canals to the Obio and to the Upper Lakes, 
while the railway summits in the several States 
south of New York, over the “ Back Bone” of the 
Untited States—the Appalachian ridge—average 
about 2,500 feet rise, at their lowest depressions, 
above tide water, or say half a mile in the air, is to 
be overcome by the locomotives in contending with 
gravity, and in transporting the 10,000,000 of tons 
that N. estimates there will be to be transported 
from the west to the east, and to New Orleans, by 
the year 1860. 

That the city of New York will get the “ Lions 
share” of this great tonnage, and by railways too, 
is scarcely evident, to any reflecting person, when 
it will be perceived by the profiles I enclosed you, 
of “ the Central”—the Oswego, and New York and _ 
Erie railroads (prepared by E. F. Johnson, Esq.,. 
Civil Engineer, 1840) as comparsd with the eleva- 
tions to overcome in the States of Pennsylvania, 





* The Hudson and Mohawk rivers, are the only 
streams, that have broken through the Alleghany 
tidge, the latter, in high water, mingling wit 
Wood creek, at Rome, a tributary to Lake Ontario, 
by the Oneida Lake and Oswego river, 
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Maryland, and Virginia, that we have decidedly 
the advantage in the three routes through this State 
above-named. The Boston and Ogdensburg is next 
in order. 

You will notice, that “the Central” route by the 
road from Buffalo, by the Falls, and Ridge road— 
now on the eve of completion to the Hudson River 
railroad, with a distance of 300 miles, and 447 to 
your City Hall, is nearly level, or is descending 
with the grade from Lake Erie. The route from 
the port ot Oswego, which may be truly called the 
end; eastward—of Lake navigation, the distance 
across Oswego county, by Rome to the Hudson R. 
railroad, is only 168 miles, or 315 to the City Hall, 
New York. With this line properly equipped, you 
must allow that there is no line to or from the sea- 
board to the Upper Lakes, and the Canadas, that 
can compete with it, particularly when extended, 
as will be, by the Ridge road to the Suspension 
bridge at Niagara Falls, via Rochester and Lock- 
port. 

You are aware that this is nearly level, or isa 
descending line to tide water, with diminished dis- 
tance. It is as 315 miles is to 447, and 2s 484 by 
the New York and Erie to Jersey City. This must 
secure to the forwarder, from Lake Ontario, the 
most profitable business, When the expense of 
loading a cargo at Chicago, ———— ports is once 
incurred, it is only say 3 to 6 days extra wages of 
the crew, with low tolls on the Welland canal, to 
carry 3000 bbls of flour or 15,000 bushels of wheat 
in one cargo to Oswego, there to be unloaded into 
cars, by water-power, instead of by manual labor, 
at the port of Buffalo or Dunkirk, a decided advan- 
tage. 

The comparison is more unfavorable for all the 
cities laying north and south of New York, to com- 
pete with her for the commerce of the great Basin 
ot the St. Lawrence, and the valley of the Ohio. 

J.E. B. 


Virginia Central Railroad. 

The 17th annual report of the Virginia Central 
railroad company, presents the following exhibit of 
the present condition and future prospects of the 
work : 

The business of the road has been steadily on 
the advance since the last annual meeting. The 
receipts for transportation within the year ending 
30:b Sept. 1852, amount to $176,485 95, viz: 


For passenger's fare.... 6.0. .s0+ 00+ +-$79,110 10 





Freight... 00 cece cvee cece ces - 97,740 94 
Transportation of mail............... 8,250 00 
Express freight... 2+. sess sees ceeee 318 71 
Miscellaneous receipts........ eee 65 96 


This is an increase over the receipts of the pre- 
vious year of $32,684 05. The whole of the work 
under charge of this company on the east side of 
the Biue Ridge is now completed except the bridge 
over Mecham’s river, which is expected to be fin- 
ished in a few weeks, when the cars will run to the 
point of connection with the Blue Ridge railroad, 
which is under the direction of the state. 

The progress of the state work is such as to jus- 
tify the expectation that the greater portion east of 
the tunnel at Rockfish Gap, may be opened during 
~ the next year, but the very great difficulties of con- 
struction at some points may cause a furtherdelay. 
The grading of the road between Waynesborough 
and Staunton, is now nearly completed, and steps 
aré about to be taken to bring it into operation ear- 
ly next summer, when it is to be hoped that there 
will be hut a short portage intervening across the 
mountains to form a connection with the road on 
the east side. , a ‘ 

Tne corps of engineers engaged in locating the 
road between Staunton and Covington, completed 
twenty miles of the most difficult and expensive 
part of the eastern end, and the grading and ma- 
sonry were put under conjract on the 18th of De- 





aa last—to be finished on the first day of July, 


. 


_— 


It appears from the estimate of the treasurer, that 
the aggregate receipts from all sources, were$176,.- 
485 69, for the year ending the 30th of September, 
1852, trom which deducting the ordinary charges 
of administration, which there appear under the 
heads of salaries, miscellaneous expenses, depot 
expenses, repairs of road and train expenses, there 
will remain the sum of $74,902 24, which though 
expended in the purchase of new locomotives, cars, 
elc., necessary for the extended operations of the 
road, may be taken as an exhibit of the profits of 
the year, 

The capital to be employed in earning this sum 
consists of— 

Cost of eastern extension and buildings 

in Richmond, excluding grounds pur- 

chased for future use........ 2... $348,254 41 
Cost of road from Junction to Gordons- 


GUNNS vase nese cave cten os 411,275 70 








Cost of a w to 
Woodsville......... ses. see cecee 363,322 95 
1,122,833 06 
Equipment of Engines and cars...... 192,454 99 


$1,315,307 99 
$74,902 24, is nearly six per cent on this sum. 








Virginia. 

Winchester and Potomac Railroad Company.— 
The annual meeting of this company was held on 
the 23rd Oct., 1852. Wm. L. Clark, Esq., was 
elected president. Messrs. A. S. Baldwin, Henry 
M. Brent, Wm. B. Baker, and H. H. McGuire, di- 
rectors. A committee was also appointed to exam 
ine into the condition and management of the road. 
The report of the president and directors for the 
year ending 30th Sept., contains the operations of 
the road for that period, and discusses at 
length several questions highly important to 
the stockholders. The gross revenue of the com- 
pany for the above period was $89,776 22.—216,760 
barrels of flour have been transported during the 
year over the road, being an increase of 8,226 bar- 
rels over the previous year. Of this number, 159,- 
730 barrels, were sent from Winchester to Harper’s 
Ferry. The tonnage in the aggregate does not va- 
ry materially. The revenue from passengers has 
diminished in amount consequent on a reduction in 
tares of twenty-five per cent on the former cost. 

Among the extraordinary expenses is the cost of 
the iron bridge constructed at Harper’s Ferry, in 
place of the bridges and trestle work swept away 
by the flood of last April. The track has been plac. 
ed on stone piers 45 in number, each 18 feet long, 
44 feet wide at the base, and running up to 24 at 
the top. 

The report contains a comparative view of the 
present state of the company and that in 1845, 

On Ist October, 1852, the capital stock 


ak onus, tces.08 nek nnocen ««++$180,000 00 
Funded debt due 1867....... -+» 120,000 00 
Annuity to the state equal to......... 83,333 33 


Floating debt.....seeesececeesssees. 33,198 92 


$416,532 25 

The rolling stock of the company is estimated at 
$64,521 72. 

During the last five years, 750 tons of iron have 
been laid, averaging the company $50 per ton. Of 
the general condition of the road, the committee 
say that they have not with the most careful atten- 
tion found a single defect either in its iron or its 
uncerstructure, The result of the reconstruction 
of the road since 1845, is put at $72,900, being $22,- 
100 less than the estimate of Mr. Latrobe, the chief 
engineer of the Baltimore and Ohio railroad. 

The revenue of the year 1845 was $59,088 99 
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she wing an increase for the year 1852 of $29,161,- 
08. The debton the 15th July, 1845, was $307,940 ; 
on the first Oct., 1852, it was $236,532 25. 

In 1845 the capital stock was $300,000. In 1852 
it is $180,000, so that the reduction of the debt and 
stock on the Ist October, 1852, is $191,408 40. 

The recapitulation of the difference between the 
two periods is: 


Increase in annual revenue. ..........$29,161 08 

Increased value of whole concern by 
diminution of debt and stock. ...... 191,408 49 

Increased value of picperty, other than 
POR ORE CEI, 5.00. nc 2 0niesenee 


26,826 09 
Reconstruction of road 


. 72,900 00 
$291,134 49 

In addition to this the stockholders will, on the 
first of Nobember next, have received in dividends 
$66,600. 

On the subject of the tariff of tolls, the report 
states that by the charter and its various amend- 
ments, the limit of charge fixed by the last amend- 
ment in 1842, was 8 cents per ton per mile for de- 
scending, and 10 cents per ton per mile for ascend- 
ing freights, and 8 cents per mile for passengers. 
On the faith of these legislative enactments, the 
original stock was subscribed, and the state in the 
general railroad law of 1849 has provided in cases 
where rates have not been fixed by charter, that 6 
cents per mile for passengers, and 8 cents per ton 
per mile for freights may be charged with the ex- 
ception of gypsum and lime, which are fixed at 4 
cents, And in pursuance of the same policy, the 
faith of the state is pledged in the following words: 
‘No law shall reduce the tolls so as to prevent di- 
vidends of 15 per cent per annum within thirty 
years from the time the first dividend of profits ot 
said company was declared. 

The experience of the freighting business of the 
New England and New York railroads is then ad- 
duced, and the general opinion of those conversant 
with railroad matters that the rates of charges are 
entirely inadequate. 

The conclusion of the report is that the public 
are not benefitted by toolow rates, The immediate 
localities in the neighborhood of the roads are bene- 
fitted to the extent that the stockholders are the suf- 
ferers; but how the whole community (if the stock- 
holders who build the improvement are a part of 
the community )is benefitted by such an exchange 
of burdens, is not easily proved; and how it can be 
asked by those who have comparatively invested 
nothing, that those who have conferred these great- 
est of all benefits on the community shall be de- 
jbarred from their rights under their charter, is less 
easily conceived. 

In the meantime, the general confidence in rail- 
road stocks as investment tor capital is shaken, ut- 
terly broken down. No trustee would have the face 
to go into a court of chancery and report that he 
had invested trust funds in railroad stocks; and 
even the best railroad bonds are infected from be- 
ing in the neighborhood of the stocks, so as to bring 
far less in the market than other securities of equal 
safety—the best seven per centum railroad bonds 
having sold for eighty-five in the hundred; andthe 
result of all is and must be the arrest of the railroad 
enterprise of the country, except where sustained 
by public munificence. How much better for the 
public would it have been had the charges always 
wnsured the par value of the stock. In that condi- 
tion of things capital would have flowed to the con- 
struction of railroads instead of being dragged to it, 
and whilst the great producidn interests of the 
country would have received comparatively all the 
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benefits, the same interests, being the great consum- 
ing interests, would have borne the burdens, as 
would be just and equitable. 

The average rate of freights at present chargec 
on the Winchester and Potomac road is 5°65 cents 
per ton—less than the average of the Virginie 
roads, which charge 6°62 cents per ton per mile. 

The average charge for passengers for the local 
travel is 2°67 cents per mile, and on the local anc 
through travel combined 4'63 cents per mile; only 
one mill more than the average fare of the Balti- 
more and Washington railroad. 

The board rromise regularly, but cautiously, te 
reduce the charges when it is possible without se- 
rious diminution of the revenue, and discriminat- 
ing with reference to the nature of the article, its 
bearing on other items of trade, its exposure toru 
inous competition ahd other attending circumstan- 
ces, 





Nicaragua Ship Canal, 

The route between the two oceans by the way of 
the River San Juan and Lake Nicaragua, and the 
practicability of constructing a ship canal through 
the valley in part occupied by these bodies of wa- 
ter, has been very fully examined by Col. O, W. 
Childs, the Chief Engineer of the company. 

The charter granted by the State of Nicaragua 
is dated 22d September, 1849, and is to continue 85 
years from the completion of the canal. The di- 
mensions of the canal are to be such as to admit 
and freely pass vessels of all sizes. The company 
are to pay an annual bonus of $10,000 during the 
the period assigned for the construction of the ca. 
nal, 12 years, and to give the State $200,000 ot! 
stock on its issue. The State is also to receive for 
the first twenty years 20 per cent per annum of 
the net profits after deducting 7 per cent on the car- 
ital invested, and 25 per cent for the remainder ot 
the term. After its reversion te the State, the com- 
pany are to receive 15 per cent of the net profits 
annually for 10 years, if it does not cost over twen- 
ty millions, and 20 per cent for 20 years in case its 
cost exceeds thatsum. During the period of con- 
struction, the company are to have rights of tran- 
sit over the territories of the State, paying a toll of 
10 per cent on the net profits. Thesurveys for the 
canal were to be commenced within one year from 
the date of the grant, and on the 27th August, 1850, 
Col. Childs arrived at Nicaragua. 

Between Lake Nicaragua and the Atlantic, the 
River San Juan is the only route; from the Lake 
to the Pacific the following have been suggested: 
Ist, via the River Sapoa to the Bay of Belanes in 
the Gulf of Salinas; 2d, via the River Lajas to the 
port of San Jan del Sur; 3d, via the Rio Jepitapa 
into Lake Managua, and from this latter lake to 
the Pacific at the ports of Tamarinda or Realejo, 
or at the Gulf of Fonseca. 

The lakes of Managua and Nicaragua occupy 
a great transverse valley, commencing on the gulf 
of Fonscea, where it is nearly 100 miles broad, and 
separated from the Pacific by slightly elevated 
ground, relieved by occasional low hills, and a few 
volcanic cones. The height of these grounds is 
barely sufficient to prevent the waters of the valley 
from flowing into the Pacific, and to turn them to- 
wards the Atlantic. This valley is contracted to- 
wards the southeast, where it is completely filled 
by lake Nicaragua, from which flows i%s outlet, the 
river San Juan, through a narrow valley of the 
same name, into the Atlantic. 

The lake of Nicaragua is estimated by Mr. 
Childs to be 110 miles in extreme iength by 25 in 
(average?) width. Its greatest proximity to the At- 
lantic is near its southern extremity, from which, 
on a right line, it is about 60 miles distant. The 
point of its nearest approach to the Paeific is near 





the middle of its length, where by the shortest line 
the distance is about 11 miles. 

The San Juan river was tound by Mr. Childs te 
he, following its sinuosities, 119 miles in-length. 
[t has a great number of tributaries, generally 
small, with the exception of the San Careos and 
Serapiqui, which come in from the kills of Costa 
Rica on the south. The first of these enters the 
San Juan at 65 miles, and the second 90 miles _be- 
low the lake. These streams flow through valleys 
transversely to that of the San Juan, which is fur- 
ther intersected by ranges of hills coming in both 
from the north and the south, at the rapids del To- 
ro, Castillo, Machuca, ete. 

The lake of Nicaragua lies longitudinally near- 
ly parallel to the Pacifie ocean, and is separated 
trom it for nearly two-thirds the length of the lake 
by hills of comparatively moderate acclivity and 
elevation, in most cases capable of cultivation to 
their summits. Here are several transverse val- 
leys, one of which is deemed suitable for the pro- 
posed canal. 

The route by the way of the river Sapoa is 
through a country now in dispute between the 
States of Nicaragua and Costa Rica. It was 
deemed physically impracticable foracanal. Mr. 
Childs found that te pass the summit a cut of 119 
feet in depth would be required, and an up-lockage 
from the lake of 3504 feet, and a down lockage to 
the Pacific of 432 feet. Water to supply the upper 
locks could only be obtained with difficulty and at 
great cost, and a long rock cut of three-fourths of a 
mile would be required, from the edge of the bay 
of Salinas to deep water. 

The route by the Rio Lajas to the port of San 
Juan del Sur has heretofore attracted much atten- 
tion. Not less than three surveys have been made 
over this line—one in 1781 by Galisteo, a Spanish 
engineer, and the last by Mr. Bailey, an English- 
man, under the “epublie of Central America, pub- 
lished in Step!) as’ Incidents of Travel in Central 
America. J ne length of Bailey’s line is 16 miles 
and 730 feet, and its summit 487 feet above the 
lake. That of Galisteo is over 17 miles long, and 
its highest point 134 feet above the lake. The ne- 
cessity of tunnels and the inadequate supply of 
water, combined to render the construction of a ca- 
nal impracticable on these routes. 

The route proposed by Mr. Childs starts from the 
mouth of the river Lajas, and is carried to the sum- 
mit of a transversal valley lying about 64 miles 
south of Rivas, and reaching between the valley ol 
Rio Lajas and that of the Rio Grande, already men- 
tioned as flowing into the Pacific at Brite. This 
summit was found to be cnly 474 feet above the 
surface of the lake, as it stood on the 23d December 
1850, at which time it was 34 feet above its lowest 
stages, and 14 feet below the level at which it ordi- 
narily stands at the height of the rainy season. 
The length of this line from lake to sea is about 
20 miles. 

The depth proposed is 17 feet, and as the water 
is to be supplied from the lake, it will be necessary 
to commence the construction in the lake, at a point 
where the water is 17 feet deep at its mean stage. 
This point is opposite the mouth of the Lajas, and 
25 chains from the line of the shore. From this 
point for 1} mile, partially along the river Lajas, 
the excavation will be principally earth. But be- 
yond this, for a distance of 54 miles, which carries 
the line beyond the summit, three-fourths of the ex- 
cavation will te in a trap rock; that is to say, the 
deepest excavation or open cut, will be 65 feet, and 
involye the removal of 1,879,000 cubic yards of 
earth, and 3,378,000 cubic yards of rock. The ex- 
cavation and construction on this 5 miles alone 
are estimated at upwards of $6,000,000. 

The summit passed, and the valley of the Rio 


a } 

Grande reached, the excavation, as a general rule, 
will be only the depth of the canal. The lake is 
102 feet 10 inches above the Pacific at high tide, 
and 111 feet 5 inches at low tide. This descent is 
proposed to be effected by 14 locks of 8 feét lift 
each. On the Pacific terminus at the point where 
the Rio Grande enters the sea, there is only a small 
indentation partially protected by a low ledge of 
rock, but destitute of all natural advantages for a 
harbor. It is proposed to construct an artificial 
harbor of 34 acres in area, partly by excavations 
in the land and partly by moles and jetties in the 
sea. The cost of these works is estimated at $2,- 
600,000. 

Proceeding from 17 feet depth of water in the 
lake, opposite to the river Lajas, in the direction of 
the outlet of the lake at Fort San Carlos, there is 
ample water for vessels of all sizes, for a distance 
of about 51 miles, to a point halt a mile south of 
the Boceas islands. Here the depth of water dim- 
inishes rapidly to 14 feet. For the remaining 5% 
miles to the Fort, the water is variable, averaging 
only about 9 feet at low, and 14 feet at high water. 
For this distance of 54 miles. therefore, an average 
ander water excavation of 8 feet would be required 
to make the channel, at low water, of the depth of 
the canal, or 17 feet. But if the lake were kept at 
high level, the under water excavation would be 
but an average of three feet. The channel isto be 
protected by rows of piles driven into the bottom on 
its margin. 

The improvement of the navigation of the river 
San Juan, is considered the most difficult part of 
the route. The whole distance from San Carlos to 
17 feet depth of water in the harbor of San Juan is 
119} miles; and the whole fall, from the surtace of 
high lake to the surface of highest tide in the har- 
bor, is 1074 feet—to lowest tide, 1083 feet. The first 
91 miles of this distance is to be rendered naviga- 
ble by excavating the bed of the river, and by con- 
structing dams to be passed by means of locks and 
short canals; the remaining 28 miles of the canal 
to be constructed inland, or independent ot the riv- 
ers. Of the whole fall, 624 feet occurs on that por- 
tion which it is proposed to improve by dams, and 
on which there are to be eight locks, and the re- 
maining 46} feet occurs on the inland portion of 
the canal, on which are to be six locks—14 locks in 
all. 

The first dam is to be located at the head of the 
Castillo rapids, a distance of 37 miles from the lake 
and the rapids to be passed by a lateral canal. By 
this canal the water is to be raised 214 feet at that 
point, and at the lake 5 feet, so as to keep the lake 
permanently at high water. The fall at thisdam 
would be 16 feet. Six other dams are proposed. 
Four of 8 feet fall, one of 144 feet, and one of 134 
feet. Between all of these there would be more or 
less excavations of the bed of the stream, sometimes 
in earth, and often in rock. 

The harbor of San Juan is to be improved by 
moles, and the construction of an artificial harbor 
of the capacity of 13 acres. 

The water passed from the lake at its lowest 
stage, on the 4th of June, 1851, was 11,930 cubic 
feet per second. The greatest rise of the lake is 
about 5 feet. When it stood at 3 43 feet above its 
lowest level, the flow of water was 18,059 cubic 
feet per second, being an increase of about 50 per 
cent. Supposing the same ratio of increase, at 
high lake, the amount of water in the river would 
be doubled. 

The river receives large accessions from its tri- 





butaries, Below these, and above the point of di- 
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vergence o! the Colorado, flowing direct into the 
sea and from the San Juan, into the harbor of 
the same name, the flow of water was 51,830 cubic 
feet per second, of which 42 056 passed through the 
Colorado branch into the ocean, and 12,325 through 
the San Juan. 

The dimensions of the canal are 17 feet deep, 50 
feet wide at the bottom, 86 wide at 9 feet above the 
bottom, and 118 feet wide at the surface. 

When the excavation is in rock, the canal is to 
be 50 teet wide at the bottom, 77 feet at 9 feet above 
bottom, and 78} feet at the surface of the water. 

The total length from San Juan on the Atlantic, 
to Brito on the Pacific, is 193} miles. 

Miles, 
Canal, from port of San Juan to its point of 
intersection with the river, near the mouth 

Pe TE, FOCEMDIGUL 5. «55.00 5050 200 000s 000s 28,505 
Slack water navigation on the San Juan riv- 

er, from the above point to San Carlos, as 

the outlet of the lake....... ovin00 00,000 
From San Carlos, across lake Nicaragua, to 

the mouth of the Rio Lajas............. 56,500 
From the mouth of the Rio Lajas te Brito. . 18.588 


WAtal OS MOVE. ..c00.ccveiveceoece.cveel94, S93 
The cost is estimated as follows: 


Eastern division 7. e. from port of San 
BOD 0 ABI... «<6 00:00 5000 900000008 le OORole 
Middle division (through the lake).... 1,025,676 

Western division (from lake to Paci- 
13,896,603 


$27,424,625 
4.113,693 


Add for contingencies 15 per cent..... 





Total estimated cost of canal....$31,538,319 
Any increase to the depth of the canal, would in 
the opinion of Mr. C., greatly increase the amount 
of excavation and the expense, besides exposing 
the works to receive deposits of earth to such an 
extent as to impede the navigation. 

The questions of a supply of labor and materials 
are secondary to those belonging to the physical 
characteristics of the route. There is no doubt that 
the topographical teatures, as presented by Colonel 
Childs, are fairly stated. It is a matter to be deci- 
ded whether the means proposed are adequate to 
accommodate with sufficient speed and cheapness, 
the commerce between the two oceans. 





Travei between Albany and New York. 

“ Competition is the life of trade.” If so, the 
trade between Albany and New York has as many 
lives asacat. The river which originally created 
the travel, is now ina fair way of being deserted 
by it, or at least, of being compelled to divide its 
honors. There are now three ways of getting to 
and from New York, each of which possesses some 
advantages which the others cannot obtain. 

First and oldest are the boats, comfortable, lux- 
urious even; taking eight or nine hours to make 
the trip, but in reality losing no time at all if they 
provide you with means.of enjoying your night’s 
rest, and waking up in the morning where you 
want tobe. The fare is, and always will be, much 
lower than the railroads can afford torun for. It 
is now 50 cents, or one-third of what they charge. 

Second, by the side of the steamboats and in full 
sight of them, spin along the cars of the Hudson 
River railway, distancing everything that runs on 
paddle-wheels, and getting to the journey’s end by 
the time they have got bhalf-way—so that you can 
go and come back by daylight. ‘This line is crowd- 
ed with passengers, and beautiful in the way of dust 
and noise. It is literally— 

* Rattling under arches, 
Rumbling over bridges ;” 
for tunnels, embankments, and pile-work through 
shallow water, take up a great deal of the way. If 
= in a hurry, take the Hudson River rail- 
road, 

Third, and newest of all, isthe Harlem line, run- 

ning five or six miles back of the river, carrying 


you for the same rate as the Hudson River line. 
and only taking half an hour longer. It is newly 
stablished, and hence as yet has comparatively 
‘ew passengers, but these few are extremely well 
iaken care of and politely treated. Its peculiar re- 
commendations are midway between those of its 
two competitors. It is faster than the steamboats, 
and more comfortable than the other road, and safer 
by the difference than there is between a road twist- 
ing about among rocks and water, and one whirl- 
ing over dry land, through an open country. 

To sum it all up, the boats are the clteapest, the 
River road the fastest, and the Harlem the safest ; 
and none of them are so dear, or so slow, or so dan- 
gerous that they will not bear comparison with any 
similar lines in the world. 

The stream of travel is so great and so constant- 
ly increasing, that it wtll give employment to all 
three; the result of which is likely to be, that while 
neither of them amass overgrown profits, the trav- 
elling public will enjoy the best advantages that 
can be given it. To which, if weare stockholders, 
let us become duly resigned, or being ‘only pas- 
sengers,” be devoutly thankful.—Albany Evening 
Journal, 





Massachusetts Railroad Statistics, 

Nashua and Lowell Railroad.—Incorporated in 
1836. Opened in 1838, Length, 14 miles, (double 
track.) Cost, January 1, 1852, $651,200. 

The following table exhibits the operations of 
the road, during the last ten years; its cost, and 
the market price of the stock, at the beginning of 
each year :— 
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New Hampshire 
The company which has pure! .\he Concord 


and Claremont and New Hampshire Central rail- 
roads, intend to unite the corporations into one, and 
to build a road from Bradford, N. H. where they 
meet, to join the Sullivan railroad at Claremont. 
The Central road starts for Manchester, as the oth- 
er does from Goncord. Thetowns of Newport and 
Claremont, through which the new line of road lies, 
have been asked to loan their credit to the new cor- 
poration, by guaranteeing its bonds, but they have 
only authorized an application to the government 
to allow them to do so. The proposed road will 
compete with another road already established in 
N. Hampshire, and when the applications come up 
in the legislature, there will be a-severe battle be- 





tween the different interests. 


Ohio. 

Cincinnati, Hamilton and Dayton Railroad.— 
We are happy to copy from the Cincinnati Gazette 
the following account of the favorable position of 
the affairs of this company: 

The following statement of the monthly earnings 
of the Cincinnati, Hamilton and Dayton railway, 
for the first year of its operations, has been obtain- 
ed from the secretary ot the company. It will be 
seen that nearly all the business of this road so 
far is local; and that it has nearly doubled within 
the year. 

The earnings of October, 1852. were over thirty 
thousand dollars. The travel during the past two 
weeks, however, has somewhat fallen off, owing 
doubtless, in a great measure to unpleasant weath- 
er. The earnings of the month will probably not 
vary much from the last. 

The secretary’s abstract, rejecting the fractions 
of cents, is as tollows: 

Earnings of Cincinnati, Hamilton and Dayton 
— Company, for 12 months ending Sept. 30, 
1852, 

No. Passeng’s Freight 
Passeng’s. Earnings. Earnings, Total. 
October, 1851..18,186 $16,306 $ 532 $16,838 


November.....13,716 11,842 608 12,441 
December .....14,493 11,345 4,888 16,334 
January, 1852..11,401 8,736 6,008  14'745 
February......12,311 9,893 4377 14270 
March.. ......16,265 13,557 5,509 19,067 
April. ......--17,088 14314 6,166 20,481 
May..........18,096 15,386 7,314 22,701 
ere 19,389 16315 7,781 24,096 
July........ ..22,581 17,768 8,532 26,301 
August .......19,733 15,458 9,552 26,011 
September..... 20,981 16,943 12,194 29,138 





204.198 $167,950 $73,467 $241,427 


Of the above earnings, $219,548 was local, and 
$21,877 was through business. 


When it is considered that the road has made no 
pretensions during the year, (owing to the want of 
first class steamers from Sandusky, and the flat bar 
rail on part of the Mad river road between Sandus- 
ky and Springfield,) to compete for through travel, 
the success of the first year’s business must be gra- 
tifying to those who take an interest in such im- 
provements. 

The Hamilton and Eaton road, connecting with 
the C. H. & D. at Hamilton, has only been in par- 
tial operation 27 miles for a few months, By the 
close of the present year it will be open to Rich- 
mond. Early next month the Greenville and Belle- 
fontaine roads will unite at Union, giving an un- 
interrupted railway connection between our city, 
Indianapolis, Terre Haute and Lafayette. About 
the same time the ‘Toledo and Norwalk road will 
be open to Bellvue, connecting the C. H. & D. 
through the Mad River road, with [oledo and Chi- 
cago. From these sources a large accession of 
freight and travel may be expected. 

There can be no doubt that those who have made 
investments in the Cincinnati, Hamilton and Day- 
ton road, will for a long period of years receive a 
good return in dividends; and they deserve it, for 
building up a road, which in point of durability 
and completeness, has no superior in the West, and 
which is of so much importance to the city and 
country. 

Before the opening of spring navigation, the M. 
R. & L. E. road will be completely re-laid with T 
rail, fully ballasted, and will then, in connection 
with the Cincinnati, Hamilton and Dayton road, 
make one of the most pleasant routes eastward. 
The companies forming the line will have ready 
two of the fastest and safest steamers which have 
before made their appearance on the lakes. We 
differ with those who suppose first class passenger 
steamboats will not be patronized on the lakes dur- 
ing the summer months. A less number, than is 
generally supposed, ot travellers will encounter tke 
fatigue and dust of proceeding by rail from Cin- 
cinnati to New York and Boston, when they can 
go aboard a safe boat at Sandusky or Cleveland, 
and have a night’s comfortable rest.—We want no 
better evidence of this than is furnished by the snc- 
cess of the boats in the Fall River route, from N. 
York to Boston. Notwithstanding the complete 
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railway connection between these two large cities, 
the magnificent boats on tne Sound were so crowd- 
ed during the past year, that the traveller who got 
a bed esteemed himself quite fortunate. 

The time by the Sandusky route, next spring 
from Cincinnati to Buffalo will be twenty hours, 
and we doubt not a fair share of the travel will go 
that way. The Mad River and Lake Erie Compa- 
ny are builiing new cars that will be equal to the 
best on any other road. 

We understand an important decision was made 
by the board of directors on the C. H. & D. com- 
pany, at a late meeting, which will give much sa- 
tisfaction to the business community generally, and 
tend to lessen the cost of transportation between 
Cincinnati and all portions of Northeastern Indiana. 
The board with a view to accommodate all the In- 
diana railways built and to be built, have entered 
into an agreement with the several roads forming 
the line from Cincinnati to Chicago, to lay down 
their second track as far as Hamilton on the nar- 
row or Indiana gauge, by the time the line is fin 
ished to Logansport; and the several roads agree 
to form an exclusive connection with the C. H. & 
D. road for 20 years. 

Hamilton, the most important point on the road 
between Cincinnati and Dayton, was made a point 
in the charter of the company. Since the agree- 
ment to adopt the Indiana gauge, on one track, the 
proposition to shorten the line between Cincinnati 
and Dayton, some six or eight miles, for express 
through trains, is much talked of. The company, 
we understand, intend shortly to survey a route 
from Glendale, up Skillman’s Valley and Gregory’s 
Creek, intersecting their main line near Middle- 
town, and cutting off the bend made in going to 
Hamiltcn. This, we are told, will furnish a very 
fine line of low grades and cheap construction, and 
will only require the building of about 14 miles of 
additional road. In our judgment, however, the 
time has not come for such an additional outlay. 
The present road vy Hamilton having ample capa- 
city to do the business between Cincinnati and 
Dayton. Such is the admirable character of the 
present road, in point of grades, straight lines, 
smoothness, etc., that it may be run, with safety, by 
express trains, in one hour and a halt. This speed 
should satisfy the present generation. Let the next 
ifthey will travel faster, provide the way. We 
are informed the C. H. & D. company, bave now 
completed arrangements uncer seal, with every 
road now built or building into the Valley of the 
Great Miami, in the direction of Cincinnati, for an 
exclusive business connecticn for the next 10 or 20 
yeas, 





Rochester City Bonds, 

The recent act of the Common Council of Roch- 
ester, repudiating the sale of the bonds of that city, 
is not at all relished by our negotiating houses 
here. We must say that a great biunder, at least, 
has been committed, the consequences of which 
will be felt when the same parties again come into 
market. Such trifling will not be tolerated. In 
speaking of this transaction, the Journal of Com- 
merce says: 

There is considerable indignation felt here by 
the bidders for the six per cent. bonds of the city ot 
Rochester, recently offered in this market, at the 
manner in which the same have been disposed of 
in that city. It will be remembered that the city ot 
Rochester advertised for proposals for a loan ot 
$100,000 at six per cent., the bids to be opened at 
the office of Messrs. Carpenter & Vermilye, in this 
city, and to be rejected if not satisiactory. There 
servation was supposed to apply only tosome com- 
bination among capitalists (in case such should be 
attempted) to obtain the loan below a fair market 
rate. 

The day limited arrived, and the bids were open- 
ed, when it was found that four times the amount 
was offered, at a rate which secured the whole at 
104 a 104 374, or a premium of 4 to 43 per cent.— 
The bids were bona fide and were offered, as the 
fair value of the bonds, by some of our most res- 
pectable capitalists, who fully expected their accept- 
ance. The authorities of Rochester, however, have 
rejected the bids, and award the amvuunt to one of 
their own body, an exchange broker of the place, at 


a slight fractional advance on the bids here, viz: at 
104 613. Had any considerable advance over the 
New York bids been obtained, the Corporation 
might have been justified in their course; bat the 
transaction, as it stands, will pass for a piece of 
jugglery, more easily understcod than defended.— 
Che indignation in regard tothe result of this affair 
is not confined to this city. The Controller of the 
Corporation, being an honorable man, it is said 
will resign from mortification; other distinguished 
citizens of Rochester have felt the disgrace to their 
city so keenly that they have offered to pay the 
fractional premium themselves, and give it to the 
New York bidders at their first offer. 





Ohio. 

Cleveland, Coshocton and Zanesville Railroad 
Co.—That one of the most eligible, (if not the very 
best) routes in the state of Ohio, could be located 
trom Cleveland by way of Zanesville to the Ohio 
river, following the course mainly of the Muskin- 
gum river and its branches to Marietta, we have 
believed for years. 

The shortest, cheapest and most direct route for 
the great Ohio canal, would unquestionably have 
been, directly down the Muskingum valley, from 
Cleveland via Zanesville to the mouth of this riv- 
er at Marictta, instead of the long diagonal line of 
canal through the state, which was made at an en- 
ormous expense, and which has created a load of 
taxation upon our property, that many years will 
not remove. Canals, however, are rapidly becom 
ing superseded by railways, and the time is ap 
proaching, and may not be far off, when they will 
be used for travel and traffic no more for ever. 

A law was enacted by our legislature in March, 
1851, to incorporate a company, with the above ti- 
tle, naming citizens of Wayne, Hoimes, Coshoc- 
ton, and Muskingum as incorporators, and a carital 
stock of two and a half miliions ot dollars, with 
power to construct a railroad from the city ol 
Cleveland, or some point on tne Cleveland, Colum- 
bus and Cincinnati railroad te Wooster, in the Co. 
Wayne; Millersburg, in the county of Holmes; 
Coshocton in the county of Coshocton; and Zanes- 
ville in the county of Muskinguin, with the privi- 
lege of extending said railroad to the Ohio river, by 
such route as may he deemed advantageous, etc. 
This extension of the road, we are assured was con 
templated to be down the Muskingum. 


The State and Georgia Railroads, 
The E:jitor of the Chattanooga Advertiser, who 
recently passed over these roads, in a letter to his 
journal, speaks of them thus: 


“In passing over the State road on Friday, we 
were very favorably impressed with the substantial 
improvements which a twelvemonth has wrought. 
New locomotives, new passenger cars, and for 
most of the distance, new heavy bar track, have 
taken the place of the old order of things. A ride 
over the State road, in point of comtort, now com- 
pares very favorably with any of our neighboring 
roads, but the speed might be considerably quick- 
ened without detriment to the passenger’s feelings. 
This will doubtless be done so soon as the relaying 
ol the track is finished. At Calhoun a commodi- 
ous brick depot is nearly completed. At Kingston 
another One, of hammer dressed stone is going up. 
At Marietta also a fine depot building is in process 
of erection, while at Atlanta the foundation is al- 
ready laid for a much larger structure than any ol 
those named. At Dalton and at Chattanooga pre- 
paration is making for the same rejuvenating pro- 
cess. These buildings are planned not only witha 
regard for permanence, but with some reference to 
architectural beauty. 

‘* Besides the above, we notice that the work of 
filling up several of the high bridges is going for- 
ward as rapicly as the circumstances will admit. 
The improvements now going forward on the whole 
line of the road are more numerous and important 
than we were apprised of, and certainly convey a 
‘avoOrable opinion of the business capacity of Mr. 
Wadley. 

“ The Georgia road is still a model road. With 
a good track, good cars, and good management, it 
is doing a very successful business, and answering 
all the purposes to the trading and travelling pub- 
lic, which eyery railroad should do,” 








Philadelphia, Easton and Water Gap 
Rallroad. 

This project meets witht decided favor, and we 
have the assurances of gentlemen well informed 
respecting it, that warrant us in saying it will be 
built. The necessity for an iron way from this city 
to the Northeastern valleys of the State is too ap- 
parent to need argument, and it is gratifying to us 
to know that those advocating the project are Ca- 
pable and determined to complete it. The line will 
be 65 miles in length from Philadelphia to Easton ; 
will pass through a fertile part of Bucks county, 
leaving Doylestown a few miles to the east, and 
enter the flourishing town of Bethlehem, whence 
branches are proposed to Mauch Chunk, Alten- 
town and Whitehaven. The main track will con- 
unue on to the famous Water Gap on the Dela- 
ware, 23 miles above Easton, at which point it will 
be met by the Cob’s Gap railroad, 45 miles to 
Scranton, which again connects with the Lackaw- 
anna and Western road, a line that unite» with the 
New York and Erie road, near that part known as 
the Great Bend. Thus a communication is opened 
with Binghamton, and thence by the Syracuse and 
Binghamton road, of 76 miles in length to Syra- 
cuse, and from thence to Oswego, which is by this 
route 309 miles from this city, or 18 miles nearer 
to Philadelphia than New York. The connection 
thus obtained with the New York and Erie road 
will be invaluable to Philadelphia, and place us 27 
miles nearer Dunkirk than New York is by that 
route—65 miles nearer to Buffalo, 45 nearer Niag- 
ara Falls, and 35 nearer to Rochester than our 
great Northernrival. The advantages in distance 
in our State trade are still more apparent. It will 
olace Bethlehem 37 miles nearer Philadelphia 
than New York, and give Easton a clear gain of 13 
miles, in addition to a direct communication with 
this city. 

New York has been pushing her roads into our 
State, and overreaching us in her schemes to con- 
trol the valuable trade of Northern Pennsylvania. 
Now we can retaliate, and make her roads, to a 
great extent, ours. Complete this Philadelphia, 
aston and Water Gap railroad, and we at once 
open in connection with the lines named, a chain 
of railways that will contribute immensely to the 
advancement of ourcity andState. The road when 
finished will form a great trunk line North and 
South, with branches to the Lehigh, Delaware, 
Lackawanna and Susquehanna valleys, and vari- 
ous sections of the State of New York, both East 
and West.— Phila. Register. 


Ohio and Pennsylvania Railroad, 
The business of the Ohio and Pennsylvania rail- 
road, for November was as follows: 


From passengers and mails. ..........$29.497 63 
errr 


Wiis aiid ene 


Passengers carried in November...... 22,478 

The receipts of November exceed those of any 
previous month, except October, notwithstanding 
the rise in the Ohio river, and the opening of the 
Lake Shore line. 


The Pittsburgh Gazette says : We may add tothe 
above statement, that a very small part of the re- 
ceipts arise from the through business. The great 
bulk of it is from the legitimate local business of 
the road. The results su far establish b-yond all 
question, taking the most limited view of the basi- 
ness ci the road, that when it is finished to Crest- 
line, its clear receipts will amount to $50,000 per 
month, which, allowing cne half of the receipts to 
be consumed in the ordinary run ot expenses, keep- 
ing the road in repair, etc., which isa very large 
allowance, (as 40 per cent. is considered a tair 
average, ) will give a net revenue on the cost of the 
road and equipment of about 7 percent per annum, 
This shows that the stock is avsolutely certain to 
be among the most reliable and safe in the country 
and that it can never go below par. 

But $60,000 is entirely below what the road will 
yield. We shall be disappointed in our calculations 
if its receipts do not amount to $100,000 per month 
by this time next year, when some of its most im- 
portant connections will be finished. By next 
spring we have no doubt its receipts will amount tg 
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$75,000 per month, and that instead of 7 per cent. 
its stock will pay 10 per cent. The increase of pas- 
senger travel will not increase the expenses in pro- 
portion to the receipts; neither will it cost as much 
per mile to run the trains to Crestline as to Wooster, 
80 that the profits of the road will be increased in 
every aspect in which the subject can be viewed. 


becaseerwuy eomenapermanes a arene 
American Railroad Journal. 


Saturday, 


New York and Philadelphia, 

Our neighbors in Philadelphia are constantly 
contrasting the efforts which that city and New 
York are making to secure to themselves the do- 
mestic trade of the country; and regard the works 
that the latter are constructing, as evidence of her 
grasping aimsat a commercial domination. Every- 
thing that is done by the people of this city is look- 
ed upon as having some ulterior object, far beyond 
the apparent one; that the construction of our lines 
of railroad have been but the carrying out of a far 
reaching and we)l digested scheme; the object at 
the botiom of the whole being to increase the busi- 
ness of this city at the expense of that of all others. 

Now, as far as any design of the character 
charged, or anything like what may be termed 
public spirit, having for its aim the advantage of 
the city, is concerned, there is not the least ground 
for the charges put forth by the Philadelphia press. 
Public spirit, by which we mean a willingness to 
make personal sacrifices for the public good, is a 
sentiment not known in this community. Our 
business men would laugh at the idea of an appeal 
of such character being made to them. The Erie 
road was the only work upon which any sacrifices 
were ever made by us for a common advantage. 
But this was many years ago; since which, the 
character of our people has, in many respects, un- 
dergone a radical change. 

The roads constructed and in progress, based up- 
on New York, are merely private speculations, in 
which the public neither feel, nor have, any direct 
‘interest. They have been undertaken and execut- 
ed by private parties, for private advantage, and 
would never have been undertaken, but with such 
objects, 

The correctness of these statements will be read- 
ily admitted, when it is seen how free are our peo- 
ple to aid projects, the avowed object of which is 
to divert trade from themselves to their great rival. 
The first blow upon the Ohio and Pennsylvania 
railroad would hardly have been struck, but for the 
aid furnished by this city. The Hempfield road, 
too, came to this market to sell their bonds; so will 
the Pittsburg and Steubenville—all of them works 
looking directly to Philadelphia. So, too, with the 
Ohio works, having the same object—the Steuben- 
ville and Indiana, Ohio Central, and Cincinnati 
and Marietta roads. The money to build all these 
roads is furnished directly by N. York. Although 
their projectors and builders claim them to be Phil- 
adelphia roads, yet no New Yorker objects to aid 
the above works, on account of their objects being 
adverse to his interests; and we never recollect to 
have seen a paragraph in any paper in this city, 
object to our aiding the above works, on account 
of the apparently hostile influence. 

In the face of all these facts, showing us to be 
the most tolerant and obliging people in the world, 
we hope our neighbors will no longer persist in 
accusing us of seeking to aggrandize ourselves at 
their cost, All such ideas are simply creations of 
their Own imagination, New York has no designs 
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in the prosecution of any enterprise, than the 
money to be directly made out of it. Our people 
will be sure to keep clear of all enterprises that do 
not promise to pay, and are equally ready to under- 
take all that will, whatever may be their commer- 
cial effect. Ifthe people of Philadelphia would act 
upon the same principle, they would complain less, 
and accomplish a great deal more. 

We not only furnish capital most liberally to pro- 
jects, the object of which is to turn trade and travel 
away from our city, and our railroads, but we in- 
vite other cities to make our own territory the 
theatre of their efforts to wrest both from us. We 
have granted free permission to the city of Boston 
to come to the Hudson and St. Lawrence, for the 
purpose of intercepting the trade of the west at Al- 
bany and Ogdensburgh. Neither do we charge 
$10,000 a year for this privilege, the amount of the 
penalty imposed upon the Erie road for running 
through a corner of Pennsylvania. So in the 
western part of the State, we grant full permission 
to Baltimore and Philadelphia to tap our works, 
which we have at such an immense expense con- 
structed as outlets of western trade; and were we to 
credit predictions confidently asserted, we are lia- 
ble to have the whole of this trade taken from us. 
In face of all these dangers and rivalries we im- 
pose no restrictions, but generously offer to the 
competition of others what we could legally mono- 
polise. Will not Philadelphia take a lessen of tol- 
erance from New York, both in legislation and in 
commercial liberality ? 





Sale of Buffalo, Corning and New York 
Railroad Bonds. 

S. Draper, Esq., will sell on the 15th inst., $150,- 
000 of the bonds of this company, being a part of 
an issve of $1,000,000 upon the whole road of 134 
miles, The bonds we regard as a first class secu- 
rity, and we believe there is nothing better offering 
of the kind. The condition and prospect of the 
road are well set out in the advertisement of sale, 
in another column. 





Railroad Connections. 

We have previously noticed the opening of the 
Lake Shore road from Cleveland to Buffalo. An- 
other connection, second only in importance to the 
above, was effected last week, in the completion of 
the Toledo, Norwalk and Cleveland railroad, from 
Toledo to Munroeviile on the Sandusky and 
Mansfield road. New York, Boston and Philadel- 
phia, are now in communication by railroad with 
Lake Michigan and Chicago, and our roads have 
progressed one thousand miles directly into the in- 
terior, and are rapidly advancing still further 
West. 

The present route from Cleveland to Toledo is 
somewhat circuitous. Passengers are first taken to 
Shelby, over the Cleveland and Columbus road, 
thence to Munroeville, over the Sandusky and 
Mansfield road. It is expected that by the first of 
January the Toledo, Norwalk and Cleveland road 
will be completed, opening a direct line between 
the latter place, and Toledo, The distance between 
these points is 112 miles, and between Cleveland 
and Chicago 356 miles. 

The completion of the Lake Shore and the Cleve- 
land, Norwalk and Toledo road, will prove an im- 
mense benefit to the business ard travelling public. 
A journey of a thousand miles, to Chicago, is not 
now so much dreaded as was that from New York 
to Albany, by land, before the use of railroads. The 
dangers ot Lake navigation late in the season, and 





the intolerable delays and hardships of a journey 





through Ohio and Indiana by stage cvach, are now 
atanend. A person now leaves this city certain 
of moving for the whole distance of this proposed 
journey, at the highest speed compatible with safe- 
ty, and in warm, comfortable and commodious 
cars. What a change from the mode of wavelling 
a few years since! In a few days more we expect 
to hear of the union of the Indianapolis and Belle- 
fontaine, and Greenville and Miami roads, extend- 
ing our railroad system to Central and Southern 
Indiana. 

In less than one year more the Mississippi will 
be reached. This will be an event of first magni- 
tude in the history of our roads and of the internal 
commerce of the country. Already are the influ- 
ences of our roads beginning to be felt in the in- 
creased activity manifested in every branch of busi- 
ness and in every department of industry. What 
we now see is, however, only an earnest of what is 
to come, 





Railroad Accommodations at Indianapolis. 

We learn, says the Indiana State Journal, that 
the Lawrenceburg and Upper Mississippi, and the 
Indiana Central railway companies were admitted 
inte the Union arrangements, at the recent session 
of the Union board at this city. The companies 
now united in interest in the Union railway track, 
and Union passenger grounds, are six: T'he Madi- 
son and Indianapolis, the Terre Haute and Rich- 
mond, the Indianapolis and Bellefontaine, the In- 
diana Central, the Lawrenceburg and Upper Mis- 
sissippi, and the Peru and Indianapolis, the latter 
company having an interest in the Union track but 
not in the Union passenger grounds and buildings. 
The Lafayette and Indianapolis company will 
make the seventh, and probably the New Albany 
the eighth railroad company that will be united in 
business connections over the Union track, while 
the passengers from all these roads will be exchang- 
ed in the general passenger depot building near the 
centre of our city. The arrangements must afford 
unusual facilities to the travelling public, and 
evinces much foresight on the part of the officers of 
the companies who projected this system. 





Pennsylvania, 

Philadelphia, Germantown and Norristown Rail 
road Co.—The report of the President and manag- 
ers of the above company to the stockholders, for 
the year ending 31st Oct., 1852, contains the fol- 
lowing statements: 

The number of arrivals and departures at Philadel- 


phia during the past year, were...........515,132 
Daring 185) .se.s000 +000 see - «e+. 506,501 
Risen vxcnupsapesiaves xvas sear or 8,63) 


The only accident involving loss of life or limb, 
was the death of a person, who was overtaken by 
the cars while walking on the track. 


Passenger receipts. 1851. 1852, 

Norristown branch........ $63,436.90 $59,903.00 
Germantown “.... ...... 31,637.00 35,500.00 
General freights, N. branch. 31,450.00 31,876.54 
Coal ” i “4. 6,780.42 5,961.20 
General freights,G. branch. 2,550.35 1,900.82 
Coal - " Bs 923.00 1,206.00 
Interest and rents, etc...... 2,583.25 2,568.70 





$139,360.92 138 516.26 

The decrease is attributed to the severity of the 
last winter and the depressed state cf the iron trade. 
Out of the proceeds the interest on the loan of the 
company has been paid, and 2 per cent. divieend 
on the stock declared in April last and3 per cent in 
October, A contract has been made with the 
Chestnut Hill railroad company by which the P. 
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G. and Norristown railroad company are to furnish 
cars and engines and operate the road. The com- 
panies to divide equally the receipts below $17,000, 
and the surplus above that sum to be divided } to 
the Chestnut Hill railroad company and § to the P. 
G. and N. railroad. The agreement to continue 
for 15 years. 

The connexion with the Reading railroad was to 
be completed during November. 

During the last session of the Legislature an act 
was passed authorizing the issue of a new loan of 
$100,000, under it $60,000 has been negotiated on 
favorable terms, under this loan $39,016 has been 
expended for iron, ties and laying. 

The stock and loan account is thus stated: 


COMTINNOG FOR oi cc's Kace voce cece cece $272,500 
OOM OF TB ive cb 00 cdive cee tuda deceit 58,000 
Sinking fund and loan of 1852........... 750 
Capital stock as authorized...... $16,000 
DURIRS CRG 6 ks 6 66nu ccaw cnnes 15,876 


In view of profitable connexions with other roads 
and accessions of business from such sources, the 
board recommend to provide additiona! depot lots, 
while they can be procured at fair prices. 





New York Railroad Statistics, 

The report of the Albany and Schenectady rail- 
road company, for the year ending Sept. 30, has 
been made up for the legislature, and we condense 
from it the annexed very favorable statement of the 
affairs of the road : 








COD, hehecc de eae das cecacesnades ve. $1,064,700 
Been GEE TING s cko 0. cns 60k Shwe dceacced $685,300 
Total cost of road and equipments. ....$1,745,548 
RAWHUD OF TONG ..< 5 ceed ccicedc 16 5145-5280 miles. 
The track is double the entire distance. 

Peemebar OF WES POM. ccc cece cece stan snus 138,476 
Total amount of freight............161,178 tuns. 
RECEIPTS. 

Passengers. ..00 wccecees $171,752 74 
|. rere 117,854 98 
Miscellaneous.. ......+. 6,500 00 

— $296,112 68 
TER PORIOS 5 ics cece cece cece cccecesess 19666 87 
NN ier cidsnndhttendaneuen ee 81,616 00 
PI i kcid cane dees cavescedcuee cons 45,749 95 
TO surplus fUNd ....cccccccccescccse 8.006 56 
Total surplus fund........ ..0 ceeeee 46,900 00 
Cincinnati, Hillsborough and Parkersburg 

Railroad. 


The middle division of this important line of 
road, 56 miles, is now offered for contract, and the 
balance of the line (60 miles,) we are informed, 
will be ready for letting by the first day of May 
next. 

This company design to partly forward the road 
to completion, simultaneously with the finishing of 
the North Western Virginia railroad. 

This is the route across Ohio, which is preferred 
by the Baltimore and Ohio railroad company, (see 
26th annual report,) and by the North Western 
Virginia railroad company, (see Ist annual report) 
and it has received in the most emphatic manner 
the endorsement of Benjamin H. Latrobe, Esq., 
Chief Engineer of those works. 

It is planned in a superior manner, and is intend- 
ed to be a first class road, it will form a section of 
the Baltimore through line to St. Louis, and is 
worthy of attention, from our best contractors, 





Stock and Money Market. 

The activity in the stock market continues fa- 
vored by an abundance of money, and the large re- 
ceipts upon most of our lines of road. There is a 
gradual and steady appreciation of every kind of 
railway property, an first class securities of new 
works can only be hadatadvanced rates, The de- 
mand for such considerably exceeds the supply at 
the old rates, The following account of sale of a 





large lot of securities, sold by S. Draper on the 8th 
instant, will give a good idea of the state of the 
market: 


$10,000 Buffalo State Line 7s, first mortgage. 1013 
10,000 Buffalo State Line 7s, first mortgage. 101 
1,000 Buffalo State Line 7s, first mortgage. 1003 
25,000 Buffalo State Line 7s, income bonds. 973 
38.000 Vermont Valley 7s, first mortgage.. 75 
10,000 Cincinnati, Hamilton and Dayton 1s, 
Convertible 101 
4,000 Lafayette and Indianapolis 7s, Con- 
ORE ET Cre rey Peer TT 934 
4,000 Buffalo and Rochester R. R. 7s...... 1004 
5,000 Pacific Mail steamship 7s, (Howland 
and Aspinwall’s line) 100 
10,000 Pacitic Mail steamship 7s, (Howland 


eee rete eee twee tees 


and Aspinwall’s line).... 2... 6-2 eens cee 100 
(The above all sold with interest _ 
5,000 Pacific Mail steamship stock. ......120 
10, 000 Pacific Mail steamship stock. . -1194 


'250 shares Rochester and Syracuse RR. 1263 
200 shares Syracuse and Utica railroad. 1344 
200 shares Buffalo and State line rail- 
road.. 
50 shares Utica ‘and "Schenectady. rail- 


118} 


road.. . 1443 
50 shares Utica and "Schenectady rail- 
| EE ror eT rrr terre er 


140 shares Utica and Schenectady rail- 
road scrip.. “e% 
60 shares Utica and "Schenectady rail- 
road scri 136% 
100 shares Erie and Kalamazoo railroad. 94 
201 shares Erie and Kalamazoo railroad. 964 
100 shares Southern Michigan railroad. .1354 
15 shares New York and Erie railroad. 973 
101 shares Union Ferry Co.(Brooklyn).115 
30 shares U. S. mail steamship line 
(Law’s) 
135 shares Paterson and Hudson River 
TRING s cadsedes Gees scecdeescadeeeun 105 
100 shares Paterson & Ramapo railroad. 94 


Railway Share & Stock List; 
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GOVERNMENT AND STATE SECURITIES. 
Oi Re Bt. cin ncn eninniiagunniie 1003 
ie IT coxsnonnsion tauniienenaasaeee 
I . as asagssecenuscueiaaiiil 
U. S. 6’s, 1862—coupon .... ceee ceee cece cece 115 
U. S. 6's, 1867.2... cece cece cece cove cece coee 118 
U.S. 6s, 1868 . acewnieniand eens mike 
U.S. 6's, 1868—coupon eusenseecdne aenecnee 1214 
I elite AE NTIS AEE NET: 102 
Indiana 24.. oe cecceccccccccceccces Old 

> COD its clei niiaviiaandaun le 


Canal preferred 5's... woos 
Alabama: 9'8 ccc cces cove cece cece a 
Mlinois 6's, 1847 ....cccce seve coccce cece cece 
Sitanie WMA 0s vice vies svee'csecdsa: 


Kentucky 6’s, 1871 .... .c00cecccccs cece cocetll 
Maryland @'8 ...2 soos secess cece dwennnden ect 111} 
New York G's, 18646-6.....06 ccccces cove cece 109 
New York 6’s, 18¢.0-'61-62.... 000. wees ceceee 117 


New York 6's, NRGUMOUdaus ccndcksdesweanaee 120 
New York Ge, fy., 1866... cscs cecciccee coves 122 
New York 5}4’s, 1860-’61........ 204. sssesea Se 
eee Cd nC a re eee 113 
ew Romie (6, 1606- OG occ. nds ccce cacccene 100 
New York 5's, 1858-’60-’62 ..... .s0 cece coccce 1123 
WOW Week Ve, TSG i vic des vevcicves cadeca 117 
New York 4}’s, 1858-’59-’64........... eecceten 
Canal certificates, 6’s, 1861 .... 0... cee. e000. 
CORIO GR, TBD. vccecccs cats aunt eanamane +. 108 
SNA Mic ans cane. cece 00400004.0000 nuns 112 
Us MM akc cukeidos otad cheater Wad, 117 
DO Biss cits cane adh cute ditecesedle 
Ohio 5's, 1865... ..0. cece veer cone sone veces 106 
Oe a. | ee cma 
Peuhesivenia i's... ones decvcnescesecce SON 
Pennsylvania 6’s, 1847,- Boiss idinscadsics 
Pennsylvania 6’s,: SD Ais eaicsencahdvads 994 


Tennessee 69... seat eeeeeeese cere eee eeee 92 
Tennessee 6's, 1 


Virgini 


eeeeeeseehae tease sese onal 
1h G's, 1886 cae sane sees seecs sans aeees 


CITY SEC URITIES—BONDS. 


TRGURIUE O Cadac c506 cade scccusedse cd00g00e 

Albany 6’s, 1871-1881 .... 2... cees sees cece se LOT 
Cincinnati 6's. bbe UBER Sees Cia eA 
St. Louis.... eeee eeee eee ee eee eee Cee Cee 97% 
ea OD rare ea 


Pittsburg 6's, 1869-1871 .... eens ceee sees ++e. 1033 
New York 7’s, 1857........ sees cces cece casa 
New York 5’s, 1858-’60.... ibe Sted <tiechedh 
New York 5s, Lak SOO Ce eT ee 


3| New York 5’s, 1890 .... 2.2. cece cece ence sone l OS, 


Fire loan 5’s, 1886 een eeds wees dodo dhhaneae 

Philadelphia 6's, 1876-90. .... cece ead dada "1093 
Baltimore 1870-90 We dear tett ete ost cE 
Boonton 86 ..00 cece coutivtcseseddeecslssaedsiee 


RAILROAD BONDS. 

Erie Ist mortgage, 7’s, 1867.... 20. cee. eeee114 
Erie 2d mostgaye, 7s, MNO ies sts sees cee. 1064 
Erie income 7's, 1855... .... 60s seed die ddatee 
Erie convertibie bonds, 7’s, 1871. daencinaie dude 
Hudson River Ist mort., Ts, 18GB. .. cove ceed 
Hudson River 2d mort. 1s, 1860... néccgen ae 
New York and New Haven Ts, 1861. dose Secs l@e 
Reading 6’s, 1870....... decd oes cess WS 
Reading mortgage, Ce, LBB nace cece seunesal 


Michigan Ceatral, convertible, 8's, 1860..... 111 
Michigan Southern, Ey Me be4a coda dcneua lee 
Cleveland, Col. aad Cin. 7s, 1859.. coccelae 
Cleveland and Pittsburg 7’s, 1860............102 
Ohio and Pennsytvania 7’s, 1865 ...........108 


Ohio Central 7’s, 1861 . 


eeeee eee eeee ceee sceee 98 
RAILROAD STOCKS. 

[CORRECTED FOR WEDNESDAY OF EACH WEEK. ] 

Dec. 9. Dec. 2, 


Albany and Sr: > tah eoee oo 114g 112 
Boston and Maine............. 107% 108% 
Boston and Lowell ............109 1094 
Boston and Worcester.........105 105 
Boston and Providence ........ 89% 895 
Baltimore and Ohio ........... 93} 95a 
Baltimore and Susquehan.a... -. 303 30 
Cleveland and Columbus...... 129 127} 
Columbus and Xenia.......... — — 
Camden and Amboy.. . 150 _ 
Delaware and Hudson (canal)... 128 130 
ERIE, 600 ones coccencwnace ss SE 973 
Mxé once ends duds sows coania 7} 95¢ 
Pall River... .+. +... oééneden = _ 
MONeGE sess cdedees sds cone BM 
Georgia........ oes cece cecece oy = 
Georgia Central .... 0. coceese — = 
BI Sntntten dncesinas nneinns 75 723 
“ preferred hsces cose Coes ec 111} 111, 
Hartford and New Haven...... 129 129 
Housatonic (preferred)......... 35 35 
Hudson + pa seewadeecenae: Aen 78% 
Little Miami 2... cecocccccccce 120 
Long Island..... One ROG6seenen 55 48 
POO iiw shee ceenidéee sec — 99 
Madison and Indianapolis....., 111 111 
Michigan Central............ oy 1134 
Michigan Southern........ 135 1334 
New York and New Haven... i 1153 
POW POM kccs cons cece sescces 131 
Nashua and Lowell.. Séue ceseeee = <a 
New Bedford and Taunton... 117 117 
Norwich and Worcester......., 54% 524 
Ogdensburgh 2... ..00 cecce cece call 264 
POON does 2040 cee deena 49 464 
Philadelphia, Wilm’gton & Balt. 37 39 
Aa wa nies cidedesas _ 
ichmond and Fredericksburg. “105 1 
Richmond and - rena 35 35 
Reading .. on0te.coneng_ ae 100} 
Rochester and Syracuse decedgoce 1253 
DeeMINGNOR hedc cvscces ccestccs 573 
South Carolina...-............ 1223 1223 
Syracuse and Utica....... ...,.133 133 
Taunton Branch............., 115 115 
Utica and Schenectady ......... 1423 14:3 
Vermont Central.............. 174 17 
Vermont and Massachusetts .... 194 224 
Virginia ae 40 40 
i ORO ee oe 1054 
Wilmington and Raleigh ...... 57} 574 





Railroad Lanterns, 
Our readers will find an advertisement of ever 





variety of railroad Lanterns in another page 
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Journal of Railroad Law. 
CAN A RAILWAY COMPANY BE COMPELLED TO 
COMPLETE THEIR LINE? 

This highly important question has recently been 
discussed very fully in the Court of Queen’s Bench, 
in England, in the two cases of the Queen vs. the 
York and North Midland raiiway company, and the 
same, vs. the Lancashire and Yorkshire railway Co. 
It was then decided in the affirmative and a man- 
damus issued, as it would seem, 2pon very solid 
and satisfactory grounds, But it is probable that 
the cases will be carried up to the House of Lerds 
and there still farther argued. 

We subjoin an extract from the able opinion of 
Lord Campbell, in the last of the English cases 
above mentioned. 

“He would assume that when a company had 
availed themselves of the extraordinary powers 
conferred upon them, and taken possession of lands 
and commenced the undertaking, it was their duty 
to complete the railway, and that this Court wns 
empowered to compel the performance of that duty 
by Mandamus. But when the company had done 
nothing as between themselves and third parties, 
and had abandoned the whole undertaking, he was 
at first inclined to think that they could not be said 
to have entered into any contiact or andertaking to 
complete their line, for that neither individuals nor 
the public could suffer any injury if the sharehold- 
ers should agree to dissolve the company. But his 
present opinion was, that the moment the Act re- 
ceived the Royal assent, the contract and obligation 
attached. The notion that the directors had the 
right of abandoning the undertaking was wholly 
gratuitous. The contract between the company, 
the owners of the land, and the public, was abso- 
lute so soon as the Act was passed. There was 
ample consideration for thls in the prejudice sus- 
tained by the landholders who were liable to have 
their lands compulsorily taken from them. The 
reciprocal consideration irom the company, was 
their expenditure in the making of the line, and 
the benefit to the pubiic from the making the rail- 
way. Mutual consent was given to the provisions 
of the act which constituted the contract. It had 
been argued at the bar, that the Act of Parliament 
was only permissive. But he was of opinion that 
there was no right of abandoning the undertaking 
after the act was passed. By merely serving a no- 
tice, the directors could obtain the land at any mo- 
mept during the long period that their compulsory 
power had existed. Landowners were thus pre- 
vented irom applying their lands to any purposes 
inconsistent with the railroad. During all this 
period was one party to be bound, while the other 
party was free? That could be hardly contended. 
Again, the passing the act, removed all competitors 
for making the line, and thus the public lust the 
benefit of having the line made by other parties. 
Was that advantage to be lost, without a counter- 
vailing benefit? If in the progress ot the work un- 
foreseen difficulties should occur, application might 
be made to Parliament for relief—as, it is suggest- 
ed, has been done in this case. But this would not, 
necessarily, absolve the Court from the duty of giv- 
ing its due constructicn to an act of Parliament— 
which should come legitimately before it. In some 
ot the railway acts, the companies “ are required” 
to do certain things. In other acts it is provided 
that “it shali be lawful” for them to do similar 
things. Words ofa permissive character are some- 
times construed as compulsory. It is also stated 
in Comyn’s Digest under the title of “ Parliament,” 
that “if a Statute says that a thing for the public 


benefit may be done, it shall be construed, that it 
must be done.” He was therefore of opinion that 
the company had power given to them, and that it 
was their duty to take all the necessary steps for 
the completion of the railway. Peremptory Man- 
damus issued, 


A very important decision in regard to railroad 
iaw has just been made in the case of ‘ Gay, Col- 
lins and others, vs. the Buffalo, Corning and New 
York R. R, Co,” 


This case was argued and decided in the Cayu- 
ga special term on the 22d inst. The judge decid- 
ed that the omission to pay the ten per cent upon 
the subscriptions of the origina, stockholders, and 
taking the notes of the stockholders in lieu of the 
money therefor, as charged in the complaint and 
ana admitted by the demurrer, constituted a fatal 
objection to the incorporation of the defendants, and 
ordered a perpetual injunction against running 
their road, unless they shall amend in 30 days the 
payment of costs. 

It tous appears that the ten per cent payment re- 
quired by the General Railroad Law must be paid 
in money, and not the notes of the stockholders, 
before the company becomes an incorporation. 





Clevelandand Erie Railroad. 

We are indebted to the Cleveland Herald for the 
following description of the above road, contained 
in the notice of the opening celebration of the 23d 
ult. 

The railroad distance from Cleveland to Erie is 
95 miles, and the route is one of the most feasible 
in the West. The line is nearly straight the whole 
distance, and there is not a single deep cut. Near- 
ly all the way the road bed is thrown up suflicient- 
ly to receive the ties. The valleys and streams are 
crossed by embankments and bridges, the grades are 
very low, and when the entire line is ballasted, it 
will be the best for speed and safety in the country. 
—The road both in Ohio and Pennsylvania has 
been well built, and reflects great credit on the con- 
tractors, Messrs. Stone & Witt, from Cleveland to 
the Pennsylvania line, Wm. Beckwith, chief engi- 
neer: and Messrs. W.S. Lane, Lowry and Jack- 
son, Becker and Rust, Geo. W. Barr, Miles, Hart 
& Co., C. Englehart, Baldwin and McKendree, 
from the Ohio line to Erie—that portion being de- 
signated the Franklin Canal Company railroad. 
John Galbraith, president; W. S. Lane, treasurer 
and secretary, and Professor Twining, chief engi- 
neer. 

The stations and distances on the line are as fol- 
lows: Cleveland to Euclid, 9} miles; Wickliffe, 
144; Willoughby, 184; Mentor, 23; Painesville, 
29; Perry, 343; Madison, 40; Unionville, 42; Ge- 
neva, 54}; Saybrook, 493; Ashtabula, 544; Kings- 
ville, 603 ; Conneaut, 673 ; Springfield, 754; Girard, 
80; Fairview—Erie, 95. 

The principal bridges are at Willoughby, 
Painesville, Ashtabula, and Conneaut in Ohio; 
and Crooked Creek, Elk Creek and Walnut Creek 
in Pennsylvania. The bridges in Ohio are How’s 
Patent Trestle, generally five spans of 160 feet each, 
The Painesville bridge is 82 feet high, the Ashta- 
bula, 55. The bridges in Pennsylvania are Stone’s 
Plan, lattice trestle, with through iron bolts. The 
bridge at Crooked Creek is 800 feet long, 60 feet 
high, and cost $31,000. Over Elk Creek, 13,00 feet 
long, 116 high, and cost $75,000. One million two 
hundred thousand cubic feet of timber used in its 
construction. Miles, Hart & Co., builders, The 
main bridge at Walnut Creek, 1,000 feet long, and 
104 feet high. The entire trestle woik is 2,000 feet 
long. Becker & Rust builders, The Pennsylvania 





bridges are 31 feet wide at the top, with slope of 





one-twelfth. They are very substantial structures, 
the locomotive and train scercely producing more 
jar than on terra firma. So with all the bridges on 
the liue. 

The station houses finished on the C. P. and A, 
portion of the line are models of beauty and conve- 
nience, and the depot grounds are ample and eligi- 
bly located. The cost of the road equipped is a- 
bout $20,000 per mile, and the stock would now 
sell readily at $122, the highest value perhaps of 
any road in the Union on its first opening for thro’ 
business, Owing to heavy bridging the Franklin 
Canal company railroad cost somewhat higher. 
The obstructions thrown in the way of its construc- 
tion by the authorities of Pennsylvania have also 
added to the cost ofthe road. Thanks, however, to 
the perseverance and good management of presi- 
dents Galbraith and Kelley and their coadjutors in 
both states. every obstacle has been overcome, and 
the “ Cuyahoga wheel-barrow man” is now ready 
to take the Sunbury track to Philadelphia, or a 
narrow gauge beside the old Keystone’s 18 miles of 
wide, as may be mutually agreed on. 





Commerce against Revenue. 

The cities of Baltimore and Philadelphia are 
applying all their energies toward the construction 
of two great lines of railroad, which, it is claimed, 
are to become the routes of travel between the east 
and west, in preference to those lying north, and are 
to secure a large trade by withdrawing it from other 
cities and other routes. 

We desire to see all the success attending these 
efforts, that they deserve. That important results 
will be achieved, we have nodoubt. But we think, 
plausible as the claims presented may appear, 
that some important conditions are still wanting, 
and some lessons are yet to be learned, to the full 
realization of these expectations, The first of these 
lessons, is the necessity of consulting commercial 
considerations alone, in everything that relates to 
railway management and construction, when an 
attempt is to be made to compete for the commerce 
of the country. Speed and cheapness of transit 
determine the route both of persons and property, 
and all railroads not prepared to yield the minor 
consideration of immediate revenue, to the higher 
one of commercial advantage, will do well to with- 
draw from the contest without attempting a trial of 
strength. 

The city of New York is now in possession of 
the interior trade of the country, for which she is 
indebted to the Erie canal, and toa judicious regu- 
lation of its tolls. These have been graduated to 
secure business, rather than revenue. The result 
has been that the canal has nearly supplanted its ri- 
vals in the carriage of many of the more important 
articles of freight, and is rapidly increasing its ton- 
nage and aggregate tolls, at their expense. The 
policy of the Board of Public Works of this State 
has been, to reduce tolls upon an article to a nomi- 
nal sum, provided by doing so it could be made to 
take the canal in preference to other routes. The 
recent change in route of railroad iron imported 
into the Mississippi Valley, is a good illustration 
of the effect of this policy. A few years since all 
this iron was received by way of New Orleans.— 
The canal board determined, if possible, to secure 
this important article forthat work, and commenced 
a gradual reduction of tolls, till they have reached 
the low figure of 3 mills per ton, per mile. The 
result has been that nearly all the iron for Western 
States is entered at the port of New York, and 
passes through the canal, We should not be sur- 
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prised if at least 150,000 tons should take that route, 
the present year, yielding a revenue of $10,000, all 
of which has been secured by low tolls, and would 
be lost again, by imposing the old rates. 

Considerations like these, which exert a para- 
mount influence in the management of the great 
N. York works, are hardly acknowledged when we 
come tothe roads either of Penn., or Maryland. 
The chief reason undoubtedly is to be found in the 
fact that their roads have enjoyed a monopoly of 
the business which they were constructed to ac- 
commodate. Their owners were not in a position 
where they could feel the force of any appeal not 
directed to their immediate apparent interests. The 
comp3rative small number of roads too, had not 
even stimulated a healthy and beneficial rivalry 
for the local trade of particular sections of country; 
nor has it brought up the aggregate of the roads in 
those states, to the excellence of management that 
prevails upon the roads of New York and New 
England. There are exceptions of course to this 
general statement, but the rule we believe is un- 
questioned. 

A good illustration of the correctness of the fore- 
going remarks is to be found inthe charges upon 
the Washington branch of the Baitimore and Ohio 
railroad. Baltimore may be regarde: as a south- 
ern city, and in virtue of being such, is making 
constant appeals for the trade of the south. Ske 
would appear to be the appropriate depot of this 
trade. Instead, however, of encouraging it by all 
the means within her power, she throws the stron- 
gest possible obstacle in the way, in the shape ofa 
toll of 5 cents per mile upon a person passing over 
it. The consequence Is, that the trade which under 
a proper rate of charges might be invited to that 
city, is intercepted by the various cities lying still 
further south, Washington, Richmond, Peters- 
burgh, etc., and a very large number of travellers 
are drawn off the land route, and take the steamers 
plying between New York, Savannah, Mobile and 
New Orleans, In this manner a road which should 
be one great arm of the prosperity of Baltimore, 
serves no other purpose than as a connecting link 
in the great route of travel between the north and 
south. 

Compare the policy which regulates the tolls 
upon this road, with that which controls the man. 
agement of the roads running out of the city of 
New York. Upon the Hudson River and Harlem, 
the charge from New York to Troy, a distance of 
150 miles, is $1 50, or 30 cents less than from Bal- 
timore to Washington, a distance of 38 miles; 
while the speed upon the former is nearly twice as 
great as upon the latter. The fare from New York 
to Buffalo, a distance of 470 miles, is only $8,.or 
at the rate of 17 mills per mile, and the time re- 
quired 14 hours, just about the average time con- 
sumed in a trip from New York to Washington, 
and at very nearly the same price, showing that 
upon the New York roads, a person travels twice 
as fast for the same money, or an equal distance 
for one-half the amount charged upon the line from 
New York to Washington. 

The result of the high speed upon eastern roads, 
is to bring the whole of New York and 
New England, as well as a large portion of Cana- 
da, embracing a population of over 7,000,000, with- 
in one day’s ride of New York. Every evening is 
this city filled with swarms of people from the most 
distant parts of the above named States—from 
Portland, Bath, Augusta and Waterville, Maine; 
Concord and Portsmouth, N. H.; Burlington and 
Montpelier, Vt.; Buffalo, Dunkirk, Rochester, El- 





mira and Watertown, N. Y.; and from Montreal, 
in Canada. In all these places, the morning pa- 
pers, the mails, and packages of merchandise, are 
delivered thesame evening. An immense and mu- 
tual advantage results from this almost incredible 
celerity of movement. New York is in this man- 
ner made the convenient market for the whole pop- 
ulation within daily reach by her railroads, and 
she in turn commands an immense trade, which, 
without railroads, or with an unwise or unskillful 
management of them, would be drawn off to other 
points, 

The moment we go south from New York; we 
come into a different atmosphere. One feels that 
the instant he steps across the Hudson, an incu- 
bus rests upon everything connected with locomo- 
tion. This results in a great measure from the 
mistaken notions which have prevailed, both in 
Philadelphia and Baltimore, as to the effect that 
entire freedom of movement, both of persons and 
property, would have upun the interests of those 
cities. They have acted upon the belief that their 
advantage would be promoted by throwing all ob- 
stacles in the way of the cheap, comfortable and 
expeditious movement of persons and merchandise 
between them and New York; that these would be 
the means of retaining a trade which would go to 
the latter, could that point be conveniently reached. 
It is this idea that has led the State of Maryland to 
refuse so steadily to allow the Susquehanna to be 
bridged by the Philadelphia, Wilmington and Bal- 
timore railroad company, and Philadelphia to re- 
main so quiescent under.the monopoly of the New 
Jersey companies. 

The policy of which we have spoken seemed to 
work very well, so long as these cities had no west- 
ern connections. There seemed to be no objec- 
tion in throwing impediments in the way of south- 
ern travel going north, for the reason that in this 
case only one route existed, which secured it a mo- 
nopoly under any circumstances. But these cities 
are now constructing roads, the object of which is 
to place each on a great line of travel between the 
east and west. To secure this travel, they have to 
compete with numerous otherlines. As New York 
is a great commercial city, and the point to which 
the largest stream of western travel is directed, the 
liner of road between that city and Baltimore, are to 
become part of the two great lines of travel between 
the east and west. 

The construction of their great lines of road has, 
in a manner, effected a complete change in the sup- 
posed interests of the cities of Baltimore and Phil- 
adelphia, and of course a corresponding one as to 
the means by which this is to be promoted. The 
only way in which travel can be secured for their 
great works, is to facilitate and cheapen the transit 
of persons and property over the roads connecting 
them with New York, as well as over their own 
lines. It now requiresa little longer time to travel 
from New York to Buffalo, than from New York 
to Baltimore. At Buffalo, a person is nearly two 
hundred miles nearer Cincinnati than Philadel- 
phia, and more than one hundred nearer than Bal- 
timore. At Buffalo, a person is eight or ten hours 
nearer Cincinnati than either of the above cities. 
Travel west must therefore take the northern route, 
unless a radical change be effected in the policy by 
which the New Jersey roads, and the Philadelphia, 
Wilmington and Baltimore, are managed.—Of this 
there can be no doubt. 

Again, the rates of toll, both upon the Baltimore 
and Ohio and Pennsylvania railroads, have been 
established with a view of securing a large imme- 








diate revenue, rather than a large amount of busi- 
ness, either to themselves or the respective cities on 
which they are based. Those rates are at least 50 
per cent higher than upon the New York lines. A 
radical change here is called for to accomplish the 
object of the construction of the above roads, and 
to secure to them even, that portion of the N. York 
trade and travel they are fitted to accommodate. 

We have no doubt that both Philadelphia and 
Baltimore, will, in the end, be governed in the man- 
agement of their railroads, by the liberal policy of 
which we nave spoken, drawn from commercial 
considerations rather than those looking to mere 
revenue; and that the former willl effect, not only 
the reforms needed upon their own lines, bat upon 
the roads connecting them with New York. So 
long as this shall remain uneffected, their roads will 
fail to accomplish one of the leading objects in their 
construction. 





A New Railway Project. 

“A project is on foot, and is pressed with great 
earnestness by Eastern capitalists as well as by 
many enterprising citizens in Ohio, to construct a 
line of railway from Olean, New York, through 
Pennsy!vania, to connect with lines leading to In- 
diana and to Cincinnati, at some suitable point in 
Ohio. This track to connect with the New York 
and Erie road at Olean, and to be a six foot track, 
so as to open an unbroken wide gauge from New 
York tothiscity. The proposed line, as we under- 
stand it, passes down the valley of the Allegheny, 
say to Warren, Pa., thence into Ohio by Warren 
and Ravenna, and on to intersect the Pennsylvania 
and Ohio road, at Wooster or Mansfield, branching 
southwest to this city. Should this line strike 
Wooster or Loudonville, it will, probably, take the 
route through Mt. Vernon, Delaware and Spring- 
field in this direction, and will make a pretty direct 
route from this city to Olean. 

This is an important project, and we are inform- 
ed that it is based on existing charters in Ohio 
(granted under the old constitution) aad in Penn- 
sylvania and New York. We are not now ableto 
refer to the precise provisions of the charters allud- 
ed to, or to give their dates or titles; but we sup- 
pose that the whole extent of the proposed line with- 
in the State of New York, and for some consider- 
able distance within the State of Pennsvivania, will 
be over the route of the Allegheny Valley road, 
from Pittsburg to Olean, and within Ohio will pass 
some thirty or forty miles south of the Lake shore 
in the Western Reserve, diverging gradually far- 
ther south. Should the St. Louis track be laid on 
the wide gauge, it may happen that a continuous 
line of wide guage road may connect the cities of 
St. Louis, Cincinnati and New York.”—Cin. Gaz. 

We are glad to see the above movement, if the 
right to construct the proposed road exists, as we 
presume it does, it will put an end to the attempts 
on the part of certain parties in Pennsylvania, to 
stop the running of the Lake Shore road. The 
right to build other roads, having the same general 
objects and directions, will render useless all at- 
tempts to defeat an existing work. 

We really believe that if the building of the Lake 
Shore road could have been defeated, the result 
would have been only injurious tothe best interests 
of Philadelphia. She would have remained satis- 
fied with her success in putting a stop to works re- 
garded as prejudicial to herself, and would not have 
been aroused to the importance and necessity of 
putting forward all her strength to maintain her 
position. She must now act, and that vigorously, 
and the increase of her own strength, is the only 
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thing that can teach her how to use it profitably and 
successfully. 





United States Mint. 
The business of the Philadelphia Mint for the 
month of November has been as follows: 
COINAGE FOR NOVEMBER. 
Pieces. 


Gold Amount. 


Double eagles...........- 207,431 $4,148,620 00 
Bagles...c0rcccsccescceee 9,017 197,170 00 
Half eagles........... .+. 75.974 379,870 00 
Quarter eagles...... ccocee 34,040 86,350 00 
Gold dollars..............178,533 178,533 00 





Total .... ceee vee eee. 916,195 $4,990,543 00 





Silver. Pieces. Amount: 
Half dollars. ......see02. 21,940 10,970 00 
Quarter doliar......05 cece 70,400 17,600 00 
Dimes.........eeeeee02-. 80,000 8,000 00 
Half Dimes.............. 67,000 3,350 00 
Three cent pieces.........2,002,800 60,084 00 

yi eR ee ae SE 2,758,335 $5,090,547 00 
Cents......0..0....-2--. 242,932 2,492 32 





Total......e. ..++.«-3,000,567 $5,092,969 32 


GOLD BULLION DEPOSITED. 


From California........ . -$7,188,500 00 
From other sources .... sees seve cece 71,500 00 


seve cee veee$7,260,000 00 
$24'300 00 


Tota 
Silver bullion deposited........ 





City of Cajro. 

We had the pleasure, on yesterday, of an inter- 
view with S. Statts Taylor, Esq., the agent for the 
trustees of the Cairo city property, and also of ex- 
amining the plot of the first division of that city, 
recently laid out under the direction of Maj. Long, 








Ohio and Mississippi rivers, we presume there is 
no longer a doubtexisting anywhere. ‘Topograph- 
ically considered, Cairo city is situated nearly in 
the centre of the United States. It lies at the very 
threshold of the most fertile regions of the west, 
surrounded by the best timber and coal, and, from 
the construction of the Central railroad, and the 
immense range of navigable rivers, all centering 
at this point, it has necessarily the advantage of 
becoming the great entrepot of a large portion o! 
the agricultural and mineral wealth of the Missis- 
sippi valley. We have no hesitation in saying 
that the city of Cairo will doubtless be, at no very 
distant day, the central depot of all the western and 
southwestern States of the Union.—Alton Tel. 


Commerce of Cleveland. 

When the Cleveland, Columbus and Cincinnati 
railroad was in contemplation, its opponents claim- 
ed that its construction would prove destructive to 
the canal commerce of the city, and that the Ohio 
canal losing its trade, would become a tax upon 
the State, and the profits of the transportaticn be- 
longing to it, would find their way to the pockets of 
railroad stockholders, The result shows that while 
the city has received anew and wonderful impulse 
from the new trade opened to it by the railroad, the 
canal has not only retained its own business but 
has increased it handsomely. 

In 1850, 367,737 barrels of flour arrived at Cleve- 
land by the canal. In 1851 this was increased to 
645,730 barrels; and in 1852, to 760,475 bbls. 

The wheat receipts of 1850, were 1,192,559 bush- 
els; in 1851, 2,529,699; and in 1852, 2,920,534 
bushels, 

Thuse of corn were, in 1850, 831,704; in 1851, 
998,059; and in 1852, 861,897 bushels. 

Of whiskey, in 1850, 24,580 bbls. ; in 1851, 44,843 
bbls.; and in 1852, 42,279 bbls. 

Of coal, in 1850, 2,347,844 bushels; in 1851, 2,- 
992,343 bushels; and in 1852, 3,940,749 bushels. 

Showing an increased value in the receipts of 
these articles in 1852 over those of 1850 of $2,949,- 


engineer of the company. The plan which has| ¢95 


been agreed ~ 94 by the trustees, we understand, 
has received the approval of the most scientific and 
experienced commercial men in the eastern cities; 
and for convenience, beauty and symmetry, must 
strike every one as unequalled anywhere. The 
whole city is laid out on a scheme of airiness, lib- 
erality and magnificence, well worthy of the com- 
mercial importance which it is ultimately destined 
to attain. 

The first division of the city of Cairo, the survey 
of which has-iust been completed, comprehends a- 
bout four hundred acres, and is laid out into scven- 
ty-nine blocks or squares, making altogether 2,100 
lots. The cross streets, ranning from the Ohio to 
the Mississippi, are alternately fifty and sixty feet 
wide, and eighteen in number. The avenues ra- 
diating out from the junction of the two rivers—to 
be extended when the other divisions of the city 
shall be laid out—are each of them one hundred 
feet wide. These avenues are intersected by streets 
running at right angles to the cross streets, and 
parallel to each other. A number of public squares 
and parks are also projected in different parts of 
the city—one of nearly fifty acres in the centre, and 
another crescent shaped at the point, similar in 
some respects to the “ Battery” of New York city. 

According to an agreement with the Central rail- 
road company, the track of that road is to make a 
divergence about five miles above the point, and 
circle entirely around the city. For this purpose 
a Railroad avenue, 125 feet in breadth, is reserve 
for the use of thecompany. There is alsoreserved 
a strip 80 feet in breadth, immediately upon the 
summit of the levee, for the purpose of a double 
track. There are to be depots upon both rivers, as 
well as extensive buildings at the point of diver- 
gence of the two tracks, 

We understand that the plot of this division of 
Cairo, after a few unimportant alterations, will be 
recorded, and that, in all probability, lots will be 
ready for sale by the first of nextJanuarv. A large 
number of applications for the purcnase of lots 
have already been made, and many wealthy indi- 
viduals are preparing to build warehouses, and es- 
tablish themselves in business at that point. 

In regard to the eligibility of the site, or the prac- 
tigability of building a city at the confluence ofthe 





In wool there is as canal loss of $400,000, much 
of it having come in by railroad ; but this deficien- 
cy is made up in the excess of the articles, lumber, 
timber, stone, sugar and coffee.— Cleveland Herald. 





The Chicago Tribune furnishes the following 
table of lines of railroads over two hundred miles 
in length, coming into that place, which are either 
built or in course of construction : 


Miles. 
Boston via Albany, Niagara, Detroit........ 1,000 
New York via Dunkirk, Toledo............ 900 
Philadelphia via Pittsburg, Fort Wayne.... 800 
Baltimore via Wheeling, Columbus........ 750 


Norfolk via Cincinnati and Chicago........ 800 

Charleston and Savannah, via Louisville and 
Indianapolis, Nashville and Evansville.. .. 1,000 

Mobile via Cairo. ... -- 900 


St. Louis, Alton, Springfield and Blooming- 


Wi 5 REE E i594 WRK s 6.905 6.006 50008 250 
Quincy and Military Tract................ 200 
Rock Island, Peru and Joliet. .............. 200 
Dubuque, Galena and Chicago............. 200 
Illinois and Wisconsin, via Fon du Lac to 

ROIO MP ORIO Sie Ses on ov:ccws c0es sacnce. 400 
Lake Shore, Milwaukee and Green Bay..... 200 


Measuring .... 0.2 vee- eee coceees 1,000 
And all be in operation probably in three years, 





Susquehanna Railroad. 
The Harrisburg Keystone states some particu- 
lars respecting the letting of the Susquehanna rail- 
road : 


The contract for the entire grading and masonry 
of this road was allotted at Baltimore, on the 23d 
ult., to Messrs. Philip Dougherty, Zenos Barnum, 
Geo, M. Lauman and Wm. R. Travers. The line 
of the road commences opposite Harrisburg, where 
it connects with the Baltimore and Cumberland 
Valley railroads—it runs to the west side of the 
Susquehanna about eight miles, whence it crosses 
to Dauphin, between which point and Harrisburg 
there is already a railroad connection on the east 
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side of the river. From Dauphin it runs to Sun- 
bury, along the eastern margin of the Susquehanna, 
and thence to Lewisburg. It is stipulated in the 
contract that the work is to be commenced within 
30 days and completed within 21 months. The 
terms are said to be very favorable to the company, 
somewhat below the estimates of the engineer.— 
Stock to the amount of $250,000 is to be taken in 
payment. 








To Railroad Contractors. 
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EALED PROPOSALS, addressed to either of 

the undersigned, will be received at Hillsbo- 
rough, Highland county, Ohio, until the Ist day of 
February next, at noon. 

For the Graduation and Masonry of the Middle 
Division of the Cincinnati, Hillsborough and Park- 
ersbugh Railway, extending trom Hillsborough, 
Highland county, to a point near Jackson, Jackson 
county, Ohio, about 56 miles. 

The line will be ready for examination early in 
January, and Profiles and Specifications of the 
work willl be exhibited at the Engineer’s office, in 
Hillsborough, for one week prior to the Ist day of 
February. 

This Railway forms the recognized continuation 
across Ohio, ot the Baltimore and Ohio, and North 
Western Virginia Railways, and being located as 
a link, in the great through line between Baltimore 
and St. Louis, will be found in every way worthy 
of the attention of able and enterprising countract- 
ors. 

The remainder of the line to the Ohio river will 
be ready for contract about the Ist day of May 
next. JAMES M. TRIMBLE, President. 

E:woop Morais, Chief Engineer. 





Superior Cast Iron Gas and 


Water Pipes. 

ye Subscriber is prepared to contract for the sup- 

ply of CAST IRON PIPES required by Gass or 
Water Companies, Corporations, ete., delivered in any 
Seaport in the Union, on reasonable terms, These 
Pipes are cast on the most improved principle by the 
best Founders in Scotland, from a superior quality 
of Pig Iron remelted, are guaranteed to resist a pres- 
sure of 300 lbs. to the square inch, or greater if neces- 
sary, and to be soft enough to drill easily and freely. 
Full information regarding price, and references to 
parties in the United States now using the Pipes, can 
be obtained on application to the Agent in New Y ork. 

WILLIAM ROY, Junr., 
21 Renfield st., Glasgow, 


Scotland. 
J. M. EADIE, Agent, 
26 Front st, New York. ly50 


Anthracite and Charcoal Pig 
Iron. 





800 Tons No. 1 Glendon Anthracite Pig Iron. 
1000 “ No, 2 “ “ “ 
1000 “ For, e “ “ te 

200 “ No.1 Stockbridge Charcoal ‘“ 

100 “ No. 2 ai ae oe 

500 “ Forge Katahdin _ _ 

For sale by 


GEORGE W. A. WILLIAMS, 
5 Liberty Square, Boston. 
December 11, 1852. 3 


m 
I. Dennis, Jr., 
WASHINGTON, D. C., 

—— for Inventors, and Agent for Procur- 
ing Patents—Practical Machinist, Manufacturer 
and Draughtsman, of 20 years’ experience. Circulars 
containing important information, with a map of 
Washington, sent to those who forward their address, 

and enclose a stamp. 3ltf 


Oxford Furnace, N. J. 
ESTABLISHED A. D. 1743. 

HE Subscriber manufactures and keeps constant- 
= hand for sale, every variety and size of Rail- 
road Wheels made from the celebrated Oxford Iron. 
All orders addressed to CHAS. SCRANTON, Ox- 

ford Furnace P. O., will be attended to promptly. 

Sept. 11, 1852. —ly* 


Huger, T. P., 
Northeastern Railroad, Charleston, 8. OG. 
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Change of Hours. 
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MONTREAL & NEW YoRK 
AND 


Plattsburgh and Montreal 
RAILROADS. 





x¢p Open through from Plattsburgh to Montreal.££ 
. FALL AND WINTER 
ary eh ARRANGEMENT. 


Ue > 
N and after Monday, November Ist, 1852, and un- 
O til further notice, Passenger Trains 
LEAVE MONTREAL FOR PLATTSBURGH at 

11-45 A M. and 4°15 P. M. 
Arrive at 2:46 and 7°37 P. M. 
FOR OGDENSBURGH at 

11°45 A. M. 

Arrive 7 15 P.M. 
“« PLATTSBURGH FOR MONTREAL at 

12°45 and 7°15 P. M. 
Arrive at 3°50 and 9°57 P. M. 

FOR OGDENSBURGH at 

7°30 A. M. and 12°45 P. M. 
Arrive at 1°15 and 7°15 P. M. 

Trains connect at Montreal with Steamers for Que- 
bec, and the St. Lawrence and Atlantic Railroad for 
Sherbrooke and intermediate stations. 

Trains connect at Mooers Junction with Northern 

Ogdensburgh) Railroad for Ogdensburgh and Lake 
Gre ario Steamers for Lewiston, Niagara Falls and 
Upper Canada, and all ports on the Western Lakes. 

Trains connect at Plattsburgh by Steamer to Bur- 
lington with Rutland and Burlington Railroad and 
connecting lines for Troy, Albany, New York and 
Boston, and all intermediate stations. Also with 
steamers for Whitehall to the Saratoga and Washing- 
ton Railroad, and connecting lines of road to Troy, 
Albany and New York. 

Passengers will find this route unequalled for com- 
fort and dispatch, and attended with less fatigue and 
delay than any other. It possesses moreover the ad- 
vantage of a short Ferriage of only fifteen minutes 
across the River St. Lawrence at Caughnawaga, 
which has never been known to freeze, and can be 
confidently relied upon at all seasons of the year. 

3x¢> Freight Trains run daily each way. ‘ 

For particulars see Freight and Passenger Tariff. 

BaaaGaaE checked through. 

ISAAC B. CULVER, Superintendent. 


RAILROAD CAR TRIMMINGS. 
DOREMUS & NIXON, 
No. 21 PARK PLACE, 


AND 
18 MURRAY STREET, 
IMPORTERS 
OF PLAIN AND FIGURED MOHAIR PLUSH5 
Printed and Uncut do, do. entirely new designs; 
ALSO GERMAN OIL CLOTHS FOR HEAD LININGS, 
Enameled with Gold and Silver and Velvet Printed. 
fc These Headings are the most beautiful ever shown, 
having been made expressly for American Cars. 
D. & N. are sole Agents. 
ALSO, PATENT PARIS COTTON FELT. 
cg This is a patented article, makes a better and more 
desirable cushion than hair; retains its elasticity 
longer, and is free from vermin. r 
It is being extensively used by Car and Omnibus 
builders, and is sold at about half the price of 
curled hair. 
ALSO, BROCATELLES and MOQUETTS. 
ALSO, CURLED HAIR. 
N. B.—D. & N. have the Plush and Linings in bond 
for exportation. November, 1852. 


Railroad Iron. 


5OOO TONS, weighing about 55 lbs. per yard, 
now on the way from Great Britain to 
New Orleans, for sale p 

P. CHOUTEAU, Jr., SANFORD & CO., 


No. 51 New street. 
December 4, 1852. 4t 


Railroad Iron. 

5 TONS Railroad Ir n, weighing about 59 
‘Cc Ibs. per yard, “ Erie” _— di L — 
“ Crawshay” manufa*ture, now on the way from the 
shipping rts in Great Britain to this port, for saleby 

P. CHOUTEAU, Jr., SANFORD & CO, 
ie, 51 New street. 

t 














December 4, 1852, 
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WOOD OR IRON. 
A Model may be seen at the office of Cuantzs T. Gupert, 80 Broad St. V. ¥. 
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WHITE’S SUSPENSION BRIDGE, OF 









Length of span, anything short of 1,500 feet with per- 
fect safety for erery’ kin of travel. The above cut 
represents » Wooden Bridge with a roof. The arrange- 
ment for the Iron Bridge is such as to avoid all the 
bad effects of changes of Temperature. For a full des- 
cription, — m ‘veg i for amy hy a apy _ 

ting mode ts, We. y, ro - 
wine, fo Amar Wuits, or Josuva Bp Tuayer, Pro- 


— Office next door to the Athenmum. 





792. 
Voleano Quartz Mining Co, 


VOLCANOVILLE, EL DORADO COUNTY, 
CALIFORNIA. 


ere for subscription to $75,000 of the stock 
ot this company are now open at the office of 
the company, 78 Broapway, New York. 

The uncommonly rich claims of this company 
hold out inducements, to those who are disposed to 
invest capital in quartz mining in Califoraia, not 
surpassed, if, indeed, egualed, by those of any other 
company in that state. 

The extraordinary richness of our quartz, as was 
witnessed by thousands at the late Fair of the Am- 
erican Institute, and the extent of our claims, toge- 
ther with the peculiarly favorable location for econ- 
omical working upon a large scale, will ensure 
the most ample and satisfactory returns upon the in- 
vestment. 

It is well understood by practical men that, with 
machinery working twenty tons ot quartz, paying 
two cents per lb., large profits will be realized upon 
each day’s work. It is the intention of the compa- 
ny to obtain machinery sufficient to work fifty tons 
per day, and to work it in the most economical 
manner, by which they feel confident of being able, 
from their stock which will yield from two cenis to 
twenty dollars to the lb., to make returns to their 
shareholders which will not only satisfy, but sur- 
prise them. 

It will be seen, by reading the pamphlet, con- 
taining the charte*, the laws of California, and the 
details of our plans of operation, that our estimates 
are based upon éwo cents per lb., and the expenses 
of working the mil! are but, at present Aigh prices 
for labor, while it is well known to all who reflect 
upon the matter that, as the cost of labor shall be 
reduced, the income will be materially enhanced. 

If we work 40 tons per day, and yet two cents per 
lb., it will yield $16, while three, four, or five cents 
per lb., would give a proportionate increase of re- 
ceipts, the expenses of working the mill would not 
: increased a dollar, and will be less than $470 a 

ay. 

Subscriptions can be made by mail, enclosing, 
len per cent on the amount, of the balance, twenty 
per cent to be paid on the 29th of Nov. inst., and 
seventy per cent on the 29thday of December next, 
when certificates of stock will be issued. 

Pamphlets, containing the statute of California 
in relation to corporations, the rules a regulations 
of our locality, the charter and by-laws of the Co., 
together with much other interesting and useful 
matter, including a map of a portion of the north- 
ern mining regions may be had gratis at the office 
of the company, No. 78 Broadway, or by mail on 
application, (postage paid.) 

TRUSTEES OR DIRECTORS. 
NICHOLAS DEAN 


ROBERT M. STRATTON, of New York . 
NATHANIEL CONKLING, 

D. K. MINOR, 

JOB S. HEARN, 

SUMNER WHITNEY, 

BENJAMIN C. DONNELLAN, f of California. 


JAMES CLOWDSLEY 
JAMES ALLEN, 
D. K. MINOR, President, 
James CLowpstey, Vice President. 
Nicuotas Dean, Treasurer. 
NarHanieL Conxu:na, Secretary. 
New York, Oct. 25, 1852. 


To Railroad Co’s, Locomotive 
Builders and Engineers. 


HE undersigned having taken the Agency of Ash- 
T croft’s Steam Gua would pba fe their 
adoption by those interested. They have been exten- 
sively u on Railroads, Steamers and Stationary 
Boi'ers, where, from their accuracy, simplicity. and 
non liability to derangement, they have given pertect 
satisfaction. In fact, for Locomotives, they are the 
only reliable Gauge yet introduced. 

CHAS. W, COPELAND, 
“onsulting Engineer, 64 Broadway. 
Avg. 28, 19%? 4m* 


Dudley 8S. Fuller & Co 


IRON COMMISSION MERCHANTS, 
No. 139 GREENWICH STREET, ; 
NEW YORK, 
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LOW MOOR AXLES, 
A SUPERIUR Article tor Railroad vars, supplied 

by the Manufacturers’ Agent- WM. BAILEY 


LANG, 9 Liberty Square, Boston. 


To the Owners of Furnaces, 
Forges and Rolling Mills, 


ENGAGED IN THE MANUFACTURE OF 
IRON IN NEW JERSEY AND 
ADJOINING STATES. 

HE Subscriber proposes to sell, or lease for a term 

of years, his well known Iron Mine, at Sucka- 
sunny, in Morris County, State of New Jersey, situ- 
ated nine miles from Morristown, and tbree from Do- 
v 





er. 

Offers to purchase or lease the same will be thank- 
fuily received at the mine, till the first day of Decem- 
ber next, by the subscriber. 

MAHLON DICKERSON, 


Suckasunny, N. J. 
September 9, 1852. 


LOW MOOR IRON. 


M. BAILEY LANG, 9 Liberty Square, Boston, 

Sole Agent in the United States and Canadas 

for the Low Moor Iron Co., is prepared to receive or- 

ders for this justly celebrated Iron, and offers for sale 

an assortment of the Round sizes which be now has 

in store, and which for strength, soundness and uni- 
form quality, stands without a rival. 


Griffith’s Patent Double Ma- 
chine for making Wrought 
Iron Railroad Chairs. 


HE undersigned, in calling the attention of the 
public to the superiority of his Patented Ma- 
chine for making Wrought Iron Chairs, desires to 
point out the following advantages which it pos- 
sesses over all others: 

First. It adds to the lips of the chair very consid- 
erable strength, which cannot be obtained by any 
other machine with the same size of plate; and it 
renders the chair perfect without the aid of a ham- 
mer to fit the cross tie, so that it can be firmly unit- 
ed with a rail of any required size now in use. 

Secondly, These machines are got up cheap and 
strong, and are so constructed as to make two sorts 
or sizes of chairs at the same time, with the same 
amount of labor as though working a single ma- 
chine; so that, double the amount of labor is obtained 
with the same number of hands, besides the saving 
of coal in the furnace. These facts demonstrate 
the great advantage and superiority of my Patent 
Double Machine over all others yet introduced. 

All letters, and orders for machines, patent rights, 
etc., will meet with immediate attention. 

Please address ROBERT GRIFFITH, 

1m39 Newport, Kentucky. 


Gerard Ralston, 
21 TOKEN HOUSE YARD, LONDON, 


OFFERS HIS SERVICES FOR THE 
PURCHASE AND SALE OF 


AMERICAN SECURITIES, 
COLLECTION OF DIVIDENDS, 
DEBTS, LEGACIES, ETC., 

And for the Purchase and Inspection of 
Railroad Iron, Chairs, or 
any kind of Machinery. 


nag ore A la ae 
Palmer, McKillop, Dent o., London. 
= George Peabudy & Co, London. 

“ — Gurtis, Bouve & Co, Boston. 
Richard Irvin, Esq., New York. 
Robert Ralston, Esq , Philadelphia, 
C. C. Jamieson. Esq., Baltimore. 


IRON COMMISSION MERCHANTS, 
BALTIMORE. 
EFINED Juniata Charcoal Billet Iron for Wire. 
Do. for Bridging, of great strength. 
Pat Rock polly and Fiue fon, rey to auen. 
: heel Iron 0 t stre and superior chil- 
fing 4 Me Bie Fo ‘ion, American Sho’ 
Iron, Cut N Spikes Brads, Nail and Spike 
Railroad Spikes of superior a 
plates of any pattern, punched or plain. 

















EREMPTORY SALE ot Raitroap Bonps. 
THE BUFFALO, CORNING AND NEW 
YORK RAILROAD COMPANY will sell by 
Auction, through SIMEON DRAPER, on Wed- 
nesday, December 15th, at 12} o’clock, at the Mer- 
chants’ Exchange, $150,000 of their first Mortgage 
Bonds. These Bonds are for $1,000 each, and ma- 
ture Ist April, 1867. They bear coupons for inter- 
est, at the rate of 7 per cent. per annum, due on the 
Ist April and Ist October, at the Bank of Com- 
merce, in this city. They are secured by the first 
and only Mortgage on their whole road and fran- 
chises, made to John A. Stevens, Jas. S. T. Stran- 
ahan, and John A. G. Gray, Trustees, and are con- 
vertible, at the option of the holder, into the Capital 
Stock of the Comvany, any time before 1857. The 
Mortgage provides for an issue of $1,000,000 of 
bonds in specified lots, as consecutive portions of 
the road are thrown open to public traffic. $400.- 
000 were sold last May; $150,000 are now to be 
disposed of, and the balance is not to be offered till 
next summer, after the other portions of the work 
are completed. 

The road is now finished and running to Conse- 
cus, a distance of 67 miles, and is graded for near- 
ly 41 miles further, to Batavia. The iron is pur- 
chased and paid for, for this whole distance. When 
in May last, $400,000 of the bonds of this Compa- 
ny were offered at auction, the eastern section of 
the road had only just been put in operation, and 
all estimates of its earnings were merely conjectu- 
ral. The cars have now been running since May, 
on an average, about 35 miles, and the net earn- 
ings are equal] to fully ten per cent. on the entire 
cost. of the whole 57 mile section now completed. 
As yet only the way traffic has contributed to the 
receipts, which have been constantly increasing; 
and the directors anticipate, with well grounded 
confidence, a continued augmentation from the new 
channels of traffic they are now opening. It is be- 
lieved that the receipts now exceed those of any 
other section of unfinished railroad in this State, of 
similar length, and so short a time in operation. 

The whole work is under contract to Buffalo, 
where a location is secured for Depot buildings, 
and the directors feel entire confidence in saying, 
that the cars will run over the whole road by next 
July. The length ot the line from Corning to Buf 
falo is 1344 miles. Its grading, masonry and bridg- 
ing are of the best character; the Depot buildings 
are neat and substantial, and the entire work will 
compare favorably with any other in the country. 
Its rails are of the heavy T pattern, and are laid on 
the bread gauge, forming the connecting link be- 
tween the Erie railroad at Corning and the Great 
Lakes at Buffalo, The Buffalo and Brantford road 
is of the same broad gauge, and will continue this 
channel of railroad communication to Detroit and 
the Far West. The district of country through 
which the Buffalo, Coraing, and New York road 
runs is the most productive in the Western part of 
this state, and. affords local traffic sufficient to sus 
tain and pay good divideuds on the cost ot the road, 
and the directors count with confidence on a fair 
share of the great through travel in addition. The 
character of the bonds now offered, is such that the 
directors can say with sincerity that they are equal 
to any railroad securities in the market, the net 
earnings of that part of the road now running be- 
ing sufficient to make certain the payment of prin- 
cipal and interest on the whole amount of bonds 
the Company is authorised to issue, thus placing 
their safety beyond question. The convertible 
clause adds greatly to their real value as an invest- 
ment. 





Locomotive Engines. 
bf ge ropinn COOK & CO, Patterson, N. J., 
having erected an extensive shop, with the most 
approved machinery and tools, are prepared to exe- 
cute orders for the various classes of Freight and Pas 
senger Locomotive Engines and Tenders, in the best 
manner and on the most favorabie terms. 

Also, Stationary Engines, and the various tools 
suitable for furnishing repair shops. 

The business of machine making, heretofore carried 
on by Charles Danforth & Co,, is continued by the 
present firm, and all orders will receive prompt atten- 
tion. 1y49 


“Mills, Jolin B., Civil Engineer, — 





Address to care of Wm, Churchill, Jr., New York. 


The Cambria Iron Company, 
(ea under the laws of Pennsylvania, 

with a capital of $1,000,000, propose embark- 
ing in the manufacture ot Railroad Iron, at JoAns- 
town, Pennsylvania. The location they have se- 
cured offers advantages superior, it is confidently 
believed, to any othe: 1n this country. Iron Ores, 
semi-bituminous Coal, Limestone, and nearly every 
article required for the manufacture of Iron, exist, 
in inexhaustible quantities, on the spot; and these 
deposits are now worked, and the minerals deliv- 
ered, cheaper than at any other known point now 
occupied for the manufacture of Iron. The Penn- 
sylvania Canal and Central Railroad pass through 
the property, and cross each other at the spot where 
the mineral veins are most thoroughly opened out; 
and which location, for its other advantages for fa- 
cility of manufacturing, and vicinity to a populous 
borough, has been selected for the establishment of 
Railroad Iron Works, and for the erection of other 
Blast Furnaces, in addition to those now in opera- 
tion. 

The attention of capitalists disposed to embark 
in an enterprise which offers a remunerating profit, 
even on the low prices of iron current before the 
rise of the last six months, and which promises to 
be very lucrative while anything like present rates 
prevail, and also of Railroad Companies desirous 
of making arrangements for [run Rails to be deliv- 
ered in 1853, is called to this enterprise. 

Out of the capital named above, the sum of 
$360,000 has been devoted to the purchase of about 
30,000 acres of land, upon which there are six blast 
furnaces, which cost, including the personal prop- 
erly accompany them, $350,000, Three of these 
furnaces are now in successful operation, and by 
next spring, with an outlay of about $6,000, the 
other three can go into blast; and at the present 
price of pig iron, these six charcoal furnaces would 
realise a net profit of six per cent on $1,000,000 
capital. 

The company contemplate erecting four more 
blast furnaces, for smelting with coke the iron ores 
at Johnstown, and also works for manufacturing 
railroad iron. ‘To do this, they will require sub- 
scriptions in all to the amount of $600,0U0, and to 
carry on most profitably the manufacture and dis- 
posal of rails, the whole chartered capital should 
be raised. Subscription lists, providing that no 
subscription shall be binding unless bona Ade sub- 
scribers for the amount of $600,000 are obtained 
by the Ist January next, and pamphlets descriptive 
of the advantages of the locality and estimates of 
costs, can be had of the undersigned. 

D. M. WILSON, Newark, 

EDWARD F. GRANT, New York, 

SAMUEL H. JONES, Philadelphia, 

JOHN HARTSHORN, Boston, 

T. F. SECOR, New York, 

G. 8. KING, Johnstown, 

P. SHOENBUGER, Pittsburg, 

RHEY, MATHEWS & CO., Pittsburg, 
or at the office ot the Provisional Committee, at 

SIMEON DRAPER’S, 46 Pine st. 

The subscriber is prepared to enter into contracts 
to deliver RAILROAD IRON to Companies re- 
quiring it in 1853. SIMEON DRAPER. 


Iron. 
20 Tons Fishkill Charcoal Iron for sale on 
reasonable terms, also from 1000 to 5000 
tons Fishkill Hematite Ore—delivered at Pough- 
keepsie or New York. Samples of the ore may be 
seen at the store of Messrs. Hoffman, Bailey & Co., 
No. 62 Water st., New York. Enquire by letter to 
NORMAN M. FINLAY, 
Poughkeepsie, Dutchess county, N. Y. 
July 10, 1851, 


A. Whitney & Son, 
PHILADELPHIA, PA., 
ANUFACTURERS of Chilled Railroad Wheels 
for Cars and Locomutives. Also furnish Wheels 
fitted complete on best English and American Rolled 
and American Hammered Axles. 31tf 


Fire Bricks. 


COTCH Patent—for sale in lots to suit purchas- 














ers, by G. 0. ROBERTSON, 
135 Water street, corner of Pine, 
November 19, 1852, New York, 
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IMEON DRAPER, No. 46 Pine-st., offers for 
sale, a variety of RAILROAD BONDS and 
STOCKS; also CITY, TOWN and COUNTY 
BONDS, among which are— 
1st Mortgage Convertible— 
7 per ct. bonds of Canandaigua and Corning 


R.R., payable in.......... New York, 1860 
Do. Cleveland, Columbus and Cin. do....1859 
Do. Buffalo, Corning and New York do....1867 
Do. Western Vermont Railroad...... do. 1861-71 

8 do. Michigan Central............ Boston, 1860 
Do. Peoria and Oquawka,...... New York, 1862 

Ist Mortgage— 

7 per ct. bonds, Corning & Blossburg do..... 1871 
Do. Mansfield and Sandusky....... Mhirvcs 1860 
10 perct. bonds = d0..... .. 0. cee do... 1855-7 
Do. New Albany and Salem........ do. .1858 62 

7 per ct. Vermont Valley...........d0..... 1860 

6 do. East Tennessee and Georgia. ..do..... 1880 

7 do. Seaboard and Roanoke........ "aN 1860 
Do. Troy and Bennington...... Troy, N. Y.1861 
Do. New Jersey Central..... New York, 1860-70 
Do. Dauphin and Susq. Coal Co. do.......1871 
Do. Brunswick Canal Co........ i dstins 1857 


Also, second mortgage bonds of many of the above 
companies, and— 


7 per ct. bonds Saratoga and Wash. N. York, 1862 


Do. Mad River Railroad............ do.... 1866 
Do. Troy and Boston... ..... eee cece do.... 1864 
Do. Muscogee Railroad.........Savannah, 1862 
Do. Huron and Oxford.......... N. York, 1862 
Also, Georgia 7 per ct. State stocks, 
interest payable semi-annually...... do....1872 
City of Savannah 7 per cent. bonds, 
interest payable semi-annually...... do.. 1870-76 
7 per ct. bonds of the Town of Huron, 
Erie county, Ohio............. do....1861 
Do. Township of Waynsfield........ do.... 1862 


10 per ct. City of Keokuk, lowa, Keokuk, 1863 
6 per cent, City of Memphis..Phiiadelphia, 1880 
10 per cent. City of San Francisco........... 1870 
7 per cent. Atlantic Steamship Co..N. York, 1855 
12 per ecnt. Improvement Scrip of the 
State of Wisconsin for improve- 
Want OF FOL RiVEls occcccs cece cdus -o-. 1862 
6 per cent. State of Illinois Liq. Bonds, issued 
1849, interest paid semi-annually by J. 
Wardsworth N. Y. city, due 1865 
2% per cent. State of Indiana Bonds,......... 1866 
Troy and Rutland railroad Stock, with guarantee 
of 4 per cent. dividend and one halt surplus profits 
of this and Rutland and Wash. R. R. 
Rutland and Whitehall Stock, with guarantee of 
4 per cent. dividend by Saratoga and Washington 
Railroad. 
Also, Stock in the Cumberland Coal and Iron Co. 
Stock of the Cambria Iron Company. 
Stock in the Western Vermont R. R. Co, 
Stock in the Junction R. R. Co. of Ohio, 
Stock in the Mad River R. R. Co. 
Stock in the Southern Bank of Kentucky. 
Stock in the Mechanic’s Bank of N. Y. 
Stock in the East River I7surance Co. 


The Cold Spring Iron Works, 
INCORPORATED IN 1848. 
N the Town of Otis, County Berkshire. Massachu- 
setts, manufactures CAR AXLES, and all kinds 
of WROUGHT IRON used in the manufacture of 
LOCOMOTIVES and CARS;; also, BAR IRON of 
ali descriptions. Particular attention is paid to the 
manufacture of CAR AXLES, and the Works being 
situated in a region of WOOD and CHARCOAL, 
with which their Axles are exclusively made, the Com- 
pany feel confident they can furnish an article equal, 
if not superior, in quality and finish tov any in the 
market. They solicit the orders of RAILROAD 
CORPORATIONS and CAR BUILDERS, and pro- 
mise they shall be promptly attended to: and execut- 
ed on terms as advantageous as can be had elsewhere. 
Thev refer to— 
John Kinsman, Esq., Superintendent Eastern Rail- 
road, Salem. Mass. 
A. T. Peirce, Esq., Cor Builder, Norwich, Conn. 
E. T. Osborn, Esq., Superintendent of the Mad Riv- 
er and Lake Erie Railroad, Sandusky City, Onio. 
W. W. Wetherell, Car Builder, f ss 
Address HENRY MELLUS, Agent, 
Boston, Mass. 
or, GEO. W. PRESCOTT, Sup’t. 
Otis, 


November, 12, 1852, ly 


eee weet eee ee 
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Notice to Bridge Builders. 


Office East Tennessee and Virginia R.R. Co. } 
Jonesborough, 28th October, 1852. 
ROPOSALS will be received at this office un- 
til the 15th day of December next, for the su- 
perstructure of three single track Railroad Bridges, 
two across the Holston river, and one across the 
Watanga river, all on Pratt’s or Howe’s plan. The 
length of tke bridges are 200, 300, and 400 feet re- 
spectively. The one of 400 feet is to be built with 
a draw of 50 feet. The bids must include cover- 
ing, sideings, painting, and everything necessary 
to complete said Bridges. 
The Board claim the right to reject the whole of 
said bids, if none are found to be satisfactory. 
Proposals to be addressed to the undersigned. 
By order of the Board. 
: WM. G. GAMMON, 
Sec’y and Treas. E. T. & Va. R. R. Co. 











Patent Wrought Iron Rail- 
road Chair. 


: + undersigned are now prepared to manufac- 
ture their Patent Wrought Iron Railroad Chair, 
at the rate of fifteen tons per day. They are made 
exclusively from best Trenton Iron, which received 
the prize medal for strength at the World’s Fair at 
London. we 

The patent is for the CHAIR itself—which is form- 
ed by raising the lip out of the plate sufficiently hizh 
to receive the rail, It is obvious that while the strain 
upon the lip is so slight as to remove all danger of its 
breaking, it becomes less the more tightly the lip is 
made to clasp the rail. The cheapness and durabilit 
of the chairs, and the facility with which the trac 
can be adjusted, commend them to public favor. 


SIZES AND PRICES. 
A Chair 8 by 7} inches 3-8 inch thick, costs 25 cents. 
“ “ “ 7-16 “ “ 27 “ce 


= 1-2 29 
os 5-8 33 
Other sizes are made to order at equivalen' rates. 
Sample Chairs will be forwarded, free of charve, on 
application to COOPER & HEWITT, 
17 Burling Slip, New York. 
December 1, 1852. 


LOCOMOTIVE, TENDER, & 
RAILROAD CAR SPRING 


Manufactory. 
i e- undersigned, manufacturers of Locomotive, 
Tender and Railroad Car Springs, beg leave to 
inform Railroad Companies, Locomotive and Car 
Builders, that we have enlarged our Works, and are 
prepared to execute, 

ON THE MOST REASONABLE TERMS, 
any orders for LOCOMOTIVE, TENDER AND 
CAR SPRINGS. they may favor us with, OF THE 
BEST OF STEEL, all of which we have manufac. 
tured to order from SW¥ DE STEEL IRON. 

McDANEL & HORNER, 


Wilmington, Delaware. 
December 1, 1952. ; 


We respectfully call attention to testimonials in fa- 
vor of our Springs from the following well-known 


“ce 
‘“ 


“ 
“ 


“ 
“ 


“ 
“ 








gent «men connected with Railroads: 





a 
Locomotive Works, Philadel! 
ist Sept., 1062. °¢ 
Messrs. McDanel & Horner, 
Wilmington, Del. 

Gentlemen: In reply to your letter of yesterday, 
with regard to the character of the springs which you 
have made for the locomotives and tenders coustructed 
by us, we have much pleasure in stating that they have 
given entire satisfactiun, and we have found them, 
upon trial with those made by others, to be superior 
in the essential qualities of elasticity and durability, 
combined with _ the result of employing the 
oat material only, and having it properly manufac- 
tured. 


We are using them exclusively under our locomo- 
tives and tenders, and can with confidence recom- 
mend them as being superior to any we have yet met 

ours res 


with. tfully, 
NORRIS, BROTHERS. 
This is to certify that we have for a number of — 


been using steel springs manufactured by McDanel 
& Horner, under our locomotives, tenders, passenger 


and freight cars on the Philadelphia, Wilmington and 
Baltimore railroad, I take pleasure in sayi at the 
have always givenentire satisfaction. Their durabil- 


ity and elasticity are superior to any others that we 
have used, and can confidently reeom mend their make 
of springs to all railroad companies, and others who 
may want a good article. I. R. TRIMBLE, 
Gen’l Sup’t P. W. and B. R. R, 
Wilmington, Sept. 20, 1852. 


Superintendent’s Office Central Railroad, 
Savannah, Ga., Uct. 15, 1852. 
Messrs. McDanel & Horner, 
Wilmington, Del. 

I have much pleasure in certifying to tue superior- 
ity ot your s-eel springs. 

This company have for upwards of two years had 
in constant use your locomotive, tender and railroad 
car springs, (the latterin —— numbers), and we have 
found them uniformly well finished, propery temper- 
edand durable. Ow orders have always been prompt- 
ly filled, and your terms have been moderate, 

Ve truly yours, 
ACPHERSON B. MILLER, 
General Superintendent. 


A considerable number of engine and car springs 
were furnished the Philadelphia and Reading railroad 
several years since, by Mr. John McDanel, before the 
company made such articles in their own workshops, 

These springs proved invariably of excellent quali- 
ty, elastic and durable, and equal to the best in use 
during the above period G. A. NICOLLS, 

Engineer, etc., Philad. and Reading R. R. 

Reading, Pa., Sept. 9, 1852. 

Macon, Oct. 11, 1852. : 
Messrs. McDanel & Horner, 

Gente: This company have purchased and used car 
and engine springs of your manufacture. They have 
been tested under the same cars with springs from 
other approved makers, and, so far as appears to us, 
— proved themselves fully equal to any we have 


u Yours very respectfully, 
EMERSON FOOTE, Supt. 


Macon and Western Railroad, 
Macon, Oct. 14, 1852, 
Messrs. McDanel & Horner, 

Dear Sirs: This company have used the springs 
mude by your firm for several years under engine, bag- 
gage and freight cars, and have found them superior 
to any I have seen. Yvuurs respectfully, 

GHERTY, 


Macon and Western 


THOS. DO 
Master Machinist M. and W. R. R. 


Richmond, Va., Nov. 1, 1852. 
Messrs. MeDanel & Horner, 

It affords me much pleasure to say, after some seven 
or eight years use of your steel car springs, 1 find them 
equal to any we have used, and have given entire sat- 
isfaction. I am very a yours, 

THOS. SHARP 
Sup’t R. F. and P. R.'R. 


—- a 
Petersburg, \ a., Sept. 18, 1852. 
Messrs. McDanel and Horuer, 

Dear Sirs: I have been for several vears past using 
sterl springs of you: maaufacture under a large por- 
tion of the cars that I have built for the different rail- 
roads in this vicinity, and I consider them as good in 
every eA as any steel springs I have ever used. 

ery respectfully yours, e*c. 
URIAH W m 
per Jas, J, 
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ROCHESTER SCAL:E WORES. 


Uj 
U 


DEPOT SCALE, 6: TONS, 
AND FIRE KING SAFE, 














EMIX SC 


TRACE SCAE, 
100,000 LBS. 





RAILROAD 
MANIFEST PRESS. 


IRON SCALE, 
1 1°2 TONS. 


DURYEE & FORSYTH, MANUFACTURERS, ROCHESTER, N. Y. 


HE Subscribers are prepared to furnish upon or- 

der, Rattnoap Scaues of superior quality at re- 

duced rates ; Warehouse Trucks: Manifest Presses 
and Books; also, Covert’s Fire Kine Sares. 

It has been decided by Scientific Gentlemen, that 
our Scales are preferable to all others, from the fact 
of their being made stronger and more substantial, 
more material used in the construction of the Levers, 
which renders them much safer and more durable. 

Our Morro is, to excel in the articles we manufac- 
ture ; therefore the best materials are used. ‘The best 

and plans are adopted, to make them the most 
desirable for the market. 

All the Sca'es manufactured at this establishment 
are made under the immediate supervision of our Mr 
Duryee, who is a practiaal mechanic of long experi- 
ence in the manufacture of weighing machinery, ani 
can be relied upon as being as ‘Durable and Accurate’ 
as any seales in the market; the bearing edges are 
made of the best Cast Steel, well tempered, and great 
care taken in their adjustment. 

A large majority of the Track, a and Portable 
Scales in use by the New York and Erie Railroad Co. 
were furnised by us. Also, the Michigan Central 
Railroad is furnished exclusively with our Scales. 

The facilities that we have for manufacturing with 
new and improved machinery, and the central posi- 
tion we occupy for shipping to the different markets, 
enables us to undersell other makers of similar scales 
from 10 to 15 per cent. 

Ail orders will receive prompt attention. 

DURYEE & FORSYTH. 


Generat Depots: 

Wm. T. Pinkney, Jr., Agent, 166 Pearl st., N.Y. 

Raymond, Ward & Co., ‘ Chicago, Ill. 

Mumford & Hosken, “Lafayette, Ind. 

Crawford & Reynolds, ‘ Cleveland, Ohio. 

Joseph E. Elder, “ St. Louis, Mo. 

Byram, Miiier& Shreve, “ Louisville, Ky. 

The following Railroads have been furnished with 
our Scales and Wares, exclusively or nearly so: 
New York and Erie, Cleveland and Columbus, 
New York and Harlem, Michigan Central 
New York and N, Haven, Mad Riverand Lake Erie, 
Sandusky, Mansfield and Paterson and Hudson R., 

Newar Cincinnati, Hamilton and 
Indianapolis and Bellefon- Dayton, 

taine, Buffalo and Rochester, 
Syracuse and Utica, Rochester and Syracuse, 
Columbus and Xenia, Louisville and Frankfort, 
Lexington and Frankfort, Chicago and Galena, 
Hillsboro’ and Cincinnati, Dayton and Western, 
Gennniie ~~ ems a Ohio, 

ayuga and Susquehanna, emung, 

) sa and “ atertown, Illinois Coal Company, 
Rutland and Washington, Buffalo and State Line, 
Brie and State Line, Cleveland and Pittsburg, 
Rochester, Lockport and Michigan Southern. 

Niagara Fa'ls, American Express Co., 
Tae Hon. Canal Commissioners, and Engineers of 

the Erie Canal Enlargement. 

Michigan Central R. R. Office, } 
Detroit, May 10th, 1852. 
id means. Dunvez & Fonrsyts 
Rochester, N. ¥., 

Gentlemen: We have in use upen our road nearly 

one hundred of your Scales, comprising most of the 


sizes ordinarily in use upon railroads, many of which 

have been in service four or five years. 

They have kept in adjustment well, retain their sen- 

sitiveness, and we regard them as strong, accurate, 

reliable, and in every respect satisfactory. 
Respectfully yours, 
J. W. BROOKS, Supt. 
New York and Erie Railroad, 
Supt’s Department Gen’! Freight Office, 
New York, June 21st, 1852. 
To Messrs. Durver & Forsytu, 
Rochester, 

Gents : This company have had in use on their 
road for three years past about fifty of your Railroad 
Track, Depot and Portable Scales. It affords me 
much pleasure to assure you that I consider them ful- 
ly equal to any scale in use on the road, in point of 
strength, durability, accuracy and finish. 

Iam very respectfully, your ob’t serv’t, 
SAM. BROWN, Gen’l Freight Ag’t. 

The following Report was made by the Hon. Canal 
Commissioners of the Erie Canal Enlargement, to the 
Legislature of the State of New York, Feb. 3d, 1852. 

WEIGH LOCK SCALE. 

It is but justice to say that the new Weigh Lock 
at Rochester abundantly sustains the reputation claim- 
ed fcr it by its worthy and scientific builders, 

Messrs. Duryee & Forsyth have constructed for this 
lock, scales of superior power, and may well chal- 
lenge comparison with any similar work in or out of 
the State. The mote of adjustment is so easy and 
simple, that great certainty is secured in determining 
large or small weights. 

Report on Duryee ¢ Forsyth’s Weigh Lock Scale, 
by the Committee of the State Agricultural Society. 
The Committee appointed to examine the Weigh 

Lock Seale in the City or Rochester, manufactured 
by Messrs. Durver & Forsytn, of said city, have 
performed the duty assigned them, and report that 
they regard it as an admirable piece of mechanism, 
which reflects great credit on the builders. Length 
of Scale, 80 feet ; width, 20 ft.; height, 32 ft. ; weight 
of scale, 75 tons: capacity of weighing 400 tons. 

Considering the weight and strength of the mate. 
tials used, the delicacy and accuracy of this apparatus 
for weighing loaded canal boats of the largest class, 
this scale excites universal admiration. One of the 
committee tested it when under the pressure of a 
weight of 219 tons 900 Ibs., and it clearly indicated a 
veal additional weight within five pounds. 

Any description of this Scale would hardly be intel- 
ligible without drawings, which the commitiee have 
notat command. It has no equal known tothe com- 
mittee. They recommend that a Gotp MeEpAt be 
awarded tc Durvese & Forsytn, for the manufacture 
of an article so important to the protection of the rev- 
enue of the Erie canal, and to the accurate weighing 
of an incalculable amount of private property. 

. DEWEY. 
DANIEL LFE, 


Rochester Sept. 20th, 1851. 


Wa have received the Societ ’s FIRST §& REMI- 
UMS, DIPLOMAS AND SIuVER MEDALS, 
annually, since 1848, for the best Scales and exhibi- 


SILVER MEDAL of the American Institue, New 
York, and DI PLOMA of the Mechanics’ Fairin Bos- 
ton. Also, the HIGHEST PREMIUMS IN MO 

NEY and DIPLOMAS or the Provincial Fairs, Can 

ada, and State Fairs in Ohio and Michigan. 


$200,001 SEVEN PER CENT. 








CONVERTIBLE BONDS OF 


the NEW-CASTLE and RICHMOND RAIL- 
ROAD.—The undersigned offer for sale TWO 
HUNDRED SEVEN PER CENT CONVER. 
TIBLE BONDS for $1,000 each, of the NEW- 
CASTLE and RICHMOND RAILROAD COM- 
PANY, with Interest Coupons attached, payable 
semi-annually at the office of the Ohio Litle Insu- 
rance and Trust Company, in New York. The 
Bonds are payable at the same place in fifteen years 
and are convertible into the stock of the company 
within five years. 

These Bonds are secured by a mortgage execu- 
ted by the Company to George Carlisle, of Cin- 
cinnati, and Joseph B. Varnum of New York, 
Trustees of the road from Richmond in Wayae 
County, to New-Castle in Henry County, includ- 
ing the superstructure, iron rails, depots, tolls, pri- 
vileges and franchises of the Company. This 
mortgage is the FIRST AND ONLY LIEN upon 
this section of the Road, which is a part of the 
great Trunk Railroad ‘rom Cincinnati to Chicago. 

The New-Castle and Richmond Railroad extends 
from Richmond to Logansport, 103 miles, the 
whole of which is under contract, and about one 
thousand hands are now employed on the road. 

The total amount of stock subscribed upon the 
whole road is $509,400. The stock applicable to 
the cunstruction uf the road from Richmond to New 
Castle is $250,900. 

This railroad passes through the most fertile, 
populous and highly improved part of Ohio and 
Indiana, and it must become the great route for 
freight and travel between Cincinnati and Chicago 
and the Northwest. 

The local business alone would be sufficient to 
make the road profitable. The counties of Indiana 
through which it runs produce annually more than 
two millions of bushels of wheat, five millions of 
bushels of corn, one hundred and filty thousand 
hogs, and fifteen thousand cattle, a large part of 
which must be transported to market on this road, 

The iron rails for more than fifty miles of the 
road have been purchased. Ten miles of the road 
from Richmond to Washington, will be complete 
and in operation in November next, which wil 
make a continuous railroad of about 7Q miles from 
Ciena, by way of Hamilton, Eaton and Rich- 
mond. 

The holders of the bonds will have for ther secu- 
rity the obligations of the company, with subscrip- 
tions of stock to the amount of more than half a 
million ot dollars, and a mortgage upon the road 
from Richmond to New Castle, with the iron rails, 
superstructure, tolls and franchises of the company, 

CARPENTER & VERMILYE, 44 Wall-st. 
CAMMANN WHITEHC USE & Co, 56 Wall-st, 








tion. e hay abo received the DIPLOMAS and 

















